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Self-Help the Basis 
of Employee Relations 


ATERNALISM was at one time the basis of all 

relations between employer and employee. Years of 
experience have shown that this plan breeds resentment 
on the part of the men, resulting finally in ill will and 
labor troubles. 

That a marked change in sentiment has taken place 
is indicated by the treatment of the subject in the 
presentations for the Charles A. Coffin prize, which are 
given in abstract in this issue. There is no feeling of 
paternalism in the plan of group insurance that has 
gained such impetus in recent years, not only among 
railways but in all branches of industrial organization. 
Rather is it an evidence of the assistance given by the 
companies in pointing the way toward continued saving 
by all connected with them. This thought is carried 
still further in savings funds and arrangements that 
encourage the men to own their own homes. Such 
organizations are generally completely controlled by the 
employees, with the management peviby representation 
for advisory purposes only, 

In several cases the same idea has been carried still 
further by making provision so that the men may invest 
a portion of their savings in the securities of the com- 
pany. By becoming part owners they gain a new out- 
look on the service that they are rendering and feel that 
they themselves have a vital interest in the success of 
the utility. 

Fine as the work done along these lines has been, 
apparently there is no limit to the extent of accom- 
plishment that is possible when men and management 
become partners in an essential business. Such results 
can only lead to a higher plane of endeavor that. will 
reflect equally on all individuals in the enterprise. 


Labor and Capital Join 
in Solving a Financial Problem 


N THE review of the chapters on the subject of 

relations between employees and employer in the 
Coffin prize briefs, given in this issue, no presentation 
stands out more than that of the Beaver Valley Traction 
Company. This property, consisting of some 32 miles 
of track serving a number of towns along the Beaver 
River aggregating some 75,000 of population, has 
bravely continued the struggle for existence through 
several lean years. In the course of this struggle it 
has searched for everything that might be done for 
the advantage of the company, and has left no stone 
unturned. The effort to bind more closely the ties 
between management and men appeals most strongly. 
That this effort has been successful is evidenced by a 
loan of $7,000 which was made to the company by the 
men. It was retained for several months without 
security other than the faith the men had in the man- 
agement. By this action bond interest was paid and 
the possibility of financial disaster was averted. 


Where in the annals of industrial relations can such 
a situation as this be matched? If it has been possible 
to accomplish so much as this, along the line of educa- 
tion and co-operation, that labor is induced to loan 
money to pay the just dues of capital, where are the 
old barriers that have long been supposed to separate 
the two? With such an understanding as this there 
seems to be almost no limit to possible accomplishment 
in rendering real service. 


New York Elects a $1,000,000,000 
Subway Mayor 


EW YORK CITY is destined to four more years of 
I government under the Democrats—and Tammany 
Hall. That was the decision of the voters on Nov. 3. 
If James J. Walker, the candidate of that party for 
Mayor, is to be believed his election was a wise choice. 
But was it? Tammany may disclaim Hylan, but the 
disclaimer does not mean anything. Of course it is 
unjust to judge Mr. Walker by Hylan standards, but 
they are both very much of the same ilk so far as their 
affiliations go. Indeed, Mr. Hearst came to the sup- 
port of Mr. Walker toward the end of the campaign 
because he finally saw Mr. Walker as an exponent of 
the Hylan policies—among them municipal ownership 
and operation of new subways, of which there have been 
none under Hylan. 

Mr. Walker is for “public operation of the transit 
facilities that public funds provide.” According to him 
“ nublic operation assures operation for public service.” 
“State regulation,” says the incoming Mayor, “has been 
a woeful failure.” His opponent, Mr. Waterman, was 
for “unification of the city transit lines operated by 
private management under city control.” Unfortu- 
nately, elections are not decided on the merits of the 
issues—particularly in New York. There is no need to 
discuss the inability of the voters to act intelligently. 
Eight years of Hylan in public office is the best answer 
to the question of whether the voters are to be trusted 
to do the right thing at the polls. 

Whether. or. not Mr. Walker makes good his promise 
of “more subways. and less talk,” even on the basis on 
which he proposes, the predicament in which the city 
finds itself is appalling to the man accustomed to fac- 
ing the facts and to dealing with them. There is no 
need to expose the entire chamber of financial horrors. 
Some of the salient statistics will suffice.. In 1918, at 
the coming of the Hylan administration, the total 
budget of New York was $238,123,759, of which the 
payroll was $104,567,373. For 1926 the total budget 
is $440,902,577, of which the payroll is $215,400,000. 
The per capita tax for the support of the city govern- 
ment for 1917 was roughly $40, for 1926 it is roughly 
$73. 

Mr. Walker spoke about spending $1,000,000,000 on 
new subways, municipally owned and operated. One 
shudders at the prospect. Even supposing that 40 per 
cent of the cost is raised in the regular way and 60 per 
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cent is covered by special assessment against the prop- 
erty most benefited, it is only a subterfuge. The re- 
sult is very largely the same. The 5-cent fare in New 
York may be sacrosanct, but it is true, nevertheless, 
that the city’s present tax rate of 2.69 is affected to 
the extent of at least 12 points by the fact that New 
York City places in its budget the deficit in subway 
operation caused by the inadequacy of the 5-cent fare 
to earn enough to pay interest and amortization on the 
city’s investment in its rapid transit lines. 

Asked recently the question “What is New York 
City’s greatest need?”’ Mr. Walker replied: “Experi- 
enced officials in executive and administrative offices.” 
Be it said in Mr. Walker’s favor that he properly sensed 
the need. Whether or not he will be able to meet it 
remains to be seen. It can most positively be said, 
however, that the subway program he advocates is at 
the outset a menace to progress along lines that might 
hold out the promise of relief in the future. The sen- 
sible thing would be to permit a fare to be charged 
that would make all the lines self-sustaining. That, of 
course, would be good business, but poor politics. And 
a politician, not a business man, has again been elected 
to public office! 


Prophets of Evil 
Should Know Their Facts 


LOOMY indeed is the situation of the electric rail- 

ways in Michigan, as outlined in-a recent article in 
the Detroit Free Press. To quote from this paper, 
“Practically all the electric lines in the state are in the 
hands of receivers. Every city outside of those 
of the first class is abandoning the trolley. . . . It 
is a grim story of the inexorable overwhelming of the 
old and obsolete by the new and useful. De- 
troit has taken its place among the communities that 
have come to realize that the finish of the trolley car 
is near. Kalamazoo, Bay City, Saginaw, prac- 
tically all the sizable cities are waiting for the passing 
of the electric street car to make room for what they 
think will be a faster and a better way.” 

The foregoing statements are attributed, by inference 
at least, to the secretary of the Michigan Public Utilities 
Commission. In a letter to ELECTRIC RAILWAY JOUR- 
NAL, however, this official disclaims responsibility for 
the last three of these assertions and qualifies the first 
two. He explains his first statement by saying that it 
applied to interurban electric lines only. His prophecy 
concerning the abandoning of the trolleys he makes 
from his own observation, not backed by any consider- 
able data, as he says. 

According to the latest information in possession of 
this paper four of the nineteen electric railways 
in Michigan are now in receivership. They operate con- 
siderably less than half the track mileage and fewer 
than one-third of the cars. That the proportion is as 
large as it is can be accounted for by the difficulties of a 
single company, the Detroit United Railway. Thus the 
actual situation in the state is very different from the 
impression created in the mind of the average reader. 

Further analysis of the article in the Detroit Free 
Press shows other inaccurate statements and mislead- 
ing inferences. The electric railway mileage listed for 
1920 is greatly in error. Quotation is made from the 
remarks of an official referred to as the “railroad com- 
missioner of New York State.’ No such official exists. 
Probably the explanation of this attack on the electric 
railways lies in the intimation that Detroit made a bad 
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bargain in acquiring its street car system. That has 
long been a favorite theme of the Free Press and any 
excuse to repeat its ideas appears to be welcome. 

By a strange coincidence another article on the same 
page as that predicting the doom of the trolleys says 
that the “world is made safe for stupidity.” Judging 
from the intelligence shown by the writer of the trolley 
article, Detroit at least has been made safe for stupidity. 


Cincinnati Starts Under a 
Service-at-Cost Grant 


INCINNATI papers of Oct. 29 carried many 

columns on the dinner given the night before by 
W. Kesley Schoepf, retiring head of the Cincinnati 
Traction Company, to more than 450 employees who 
have been with the company since Mr. Schoepf took 
charge in 1901. Mr. Schoepf was proud of the record 
of his employees and the men in turn were proud of 
their president. Both said so. And the evidence was 
there in more than mere words. Mr. Schoepf made it 
plain that he considered the records of these 450 men, 
one of whom has been with the company 58 years, an 
epic of service. To each of these men he presented a 
gold watch as a token of his friendship. In the course 
of his remarks Mr. Schoepf pictured the past of street 


railroading in Cincinnati and its probable future so. 


forcefully that every Cincinnatian who read the news- 
paper accounts and the editorials cannot but have a 
much better understanding of the whole problem. The 
affair was a genuine demonstration on the part of the 
retiring president to the men under him and on the 
part of the men to the retiring president. No obliga- 
tion rested upon Mr. Schoepf to make his departure 
take the tangible form of recognition it did. Men do 
not do the thing Mr. Schoepf did unless they feel a 
real sense of appreciation. 

One of the long-service men mentioned by Mr. 
Schoepf was Walter A. Draper, now president of the 
Cincinnati Street Railway, which with the passing of 
the Cincinnati Traction Company on Nov. 1 is operating 
the local lines. To Mr. Draper’s lot falls the task of 
carrying on. He starts in under a new franchise—a 
service-at-cost grant. Elsewhere in this issue the 
essential terms of that grant are summarized. There 
is evidence tangible enough under service-at-cost grants 
elsewhere of the results that can be obtained when the 
city approaches its street railway problem in a spirit 
of helpful co-operation. The matter is a continuing 
process. It does not end either on the side of the rail- 
way or the city with the mere passage of an ordinance 
of this kind. With the community of interest that has 
now been established under service at cost, Cincinnati, 
from the standpoint of local transportation, has its 
future largely in its own hands. 

There is a great deal of:constructive work to be done 
in Cincinnati. In some respects the situation is not 
unlike that which obtained in Pittsburgh several years 
ago, but there is no insolvency. Mr. Draper realizes 
the need for co-ordination of services. An intensive 
job will be done not only in selling transportation, but 
in public relations work. By and large the work at Cin- 
cinnati will be carried on by the men who have been 
connected with the property in the past. This augurs 
well for the future. Not only does Mr. Draper know 
Cincinnati and its needs, but, as Mr. Schoepf indicated 
in his remarks, he is well qualified to handle difficult 
situations diplomatically. 


———— 


November 7, 1925 
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Cincinnati Adopts New Franchise 


After About Four Years of Negotiation a New Franchise Has Been Adopted, 
Going Into Effect Noy. 1, 1925—It Is of the Service-at-Cost Type, 
with Changes Based on Experience with the Former 
Franchise and Is Considered More Workable 


electric railway situation in Cincinnati, Ohio, are 

the result of almost four years of negotiations 
between the city and the several companies interested 
in the system. In January, 1922 the Mayor, the direc- 
tor of street railroads and the chairman of the standing 
eommittee on street railroads of the City Council ad- 
dressed a communication to the Cincinnati Street Rail- 
way and the Cincinnati Traction Company insisting 
that the several companies engaged in the electric rail- 
way business in Cincinnati endeavor to accomplish these 
things: 

1. A readjustment or scaling down of capitalization. 

2. A readjustment or consolidation that would result 
in a single corporation. 

3. A divorcement from the resulting single corpora- 
tion of all activities not directly concerned with the 
electric railway system. 

To understand the intricate corporate relations that 
existed it might be explained that the local electric 
railway system is owned by\the Cincinnati Street Rail- 
way and on Feb. 21, 1901, was leased to the Cincinnati 
Traction Company. The Ohio Traction Company was 
later organized to hold the stock of the Cincinnati 
Traction Company and do all the financing. The Ohio 
Traction Company also organized and still owns the 
Cincinnati Car Company, a car manufacturing enter- 
prise, and the Traction Building, a fourteen-story office 
building, and it leases the property of the Cincinnati 
& Hamilton Traction Company, a suburban and inter- 
urban line extending from Cincinnati to neighboring 
municipalities and to Hamilton, Ohio. 


(Jevetse that have recently taken place in the 


AGREEMENT BETWEEN COMPANIES 


After months of negotiation the interests identified 
with the Cincinnati Traction Company and the Ohio 
Traction Company, of which companies W. ° Kesley 
Schoepf was president, reached an agreement with the 
Cincinnati Street Railway, of which until recently 
Bayard L. Kilgour was president and later Charles W. 
Dupuis, by which all of the street railway interests of 
the two former companies were sold to the Cincinnati 
Street Railway. The consummation of the sale and the 


_ actual transfer of the property by the terms of the 


agreement were conditioned upon the enactment by the 
city of a new franchise to the Cincinnati Street 
Railway. 

After the two interests reached an agreement it was 
then necessary to negotiate for the new franchise, and 
these negotiations also proved to be long-drawn out. 
A franchise, which finally passed the Council, was ve- 
toed by the Mayor, and certain interests threatened to 
have it referred under the referendum law to the voters 
to be voted on at the November, 1925, election. How- 
ever, the committee, which endeavored to secure sig- 
natures to a petition for a referendum, did not get the 
required number, and the ordinance was passed by the 


Council over the veto of the Mayor and became an 
ordinance on Sept. 21, 1925, although by its terms it 
did not go into effect until Nov. 1, 1925. 

The main provisions of the agreement between the 
Cincinnati Traction Company and the Ohio Traction 
Company on the one hand and the Cincinnati Street 
Railway on the other were that the two former com- 
panies should receive for their street railway interests 
$4,250,000 of stock of the Cincinnati Street Railway, 
the payment or assumption of unfunded amounts ex- 
pended for additions and betterments and the assump- 
tion by the Cincinnati Street Railway of the outstand- 
ing equipment trust certificates of the Cincinnati Trac- 
tion Company and the outstanding 5 per cent bonds of 
the Ohio Traction Company, which amounted to ap- 
proximately $1,500,000. 

The agreement between the companies also provided 
for the relinquishment by the traction companies to the 
Cincinnati Street Railway of more than $4,500,000 of 
securities which they owned and which represented 
additions and betterments to the property on which 
a return was being received annually by the companies 
out of the revenues under the service-at-cost franchise 
under which the Cincinnati Traction Company had been 
operating the property since 1918. By agreement with 
the city these securities were canceled by the Cincin- 
nati Street Railway, and this reduction of $4,500,000, 
together with what was in effect an exchange of 
$8,500,000 of preferred stock of the Ohio Traction Com- 
pany for $4,250,000 of stock of the Cincinnati Street 
Railway, in addition to certain other reductions still 
to be accomplished, make possible a reduction from the 
previous total capitalization of $39,000,000 to a new 
capitalization of $28,000,000. There still remains to be 
accomplished one other step in the readjustment. This 
is the lease of the Cincinnati & Hamilton Traction 
Company, referred to previously, which is assigned by 
the Ohio Traction Company to the Cincinnati Street 
Railway. The latter company, however, is to purchase 
the property outright and the price that has been 
proposed and that is tentatively agreed to is for the 
purchase of the line extending from Cincinnati to Ham- 
ilton with branches for $1,000,000 in stock of the Cin- 
cinnati Street Railway. 


EXPERIENCE GAINED FROM FORMER FRANCHISE 


After the agreement was reached between the com- 
panies, the new arrangement was to be made effective 
by the granting of the new franchise embodying the new 
capitalization and recognizing the Cincinnati Street 
Railway as the single company engaged in local street 
railway business. As previously stated, this also con- 
sumed some time, since there was an attempt on the 
part of certain advisers of the Mayor to secure a still 
further reduction in the recognized capitalization. The 
new franchise, however, went into effect and the trans- 
fer of the property from the traction companies to the 
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Cincinnati Street Railway was made on Nov. 1, 1925. 
The new franchise is based on the service-at-cost plan 
with certain improvements and changes over the pre- 
vious service-at-cost ordinance resulting from experi- 
ence which enabled those drawing the document to pre- 
pare what is generally considered a better and more 
workable instrument. 

The charter of Cincinnati provides for the office of 
director of street railroads. The duties of this office 
have been exercised under the previous service-at-cost 
franchise, so that there will not necessarily be a change 
in the personnel of this office. However, an amendment 
to the charter was voted about a year ago as a result 
of which a small council elected on Nov. 3, 1925, will 
assume office on Jan. 1, 1926, and will elect a city 
manager. The director of street railroads in the future 
will report to this official. 

When the new franchise was being written, by agree- 
ment nothing was included in it regarding the opera- 
tion by the Cincinnati Street Railway of motor coaches 
or buses. It was understood that when the franchise 
was passed by the Council and had finally become effec- 
tive, this matter also would be disposed of. Because 
the Legislature of Ohio changed the provisions of the 
state law in the spring of 1925 so as to remove bus 
operation within cities and contiguous territory from 
the jurisdiction of the Public Utilities Commission of 
Ohio, and further that the City Council did not enact 
any regulatory legislation so as to be prepared for 
handling such operation, the operation of purely urban 
buses in Cincinnati has been without restriction and 
without regulation since June 12, 1925. 

Immediately following the date when the ordinance 
became a law the matter of bus regulation was taken 
up, and recently the Council unanimously passed two 
ordinances on the subject of bus operation. One sup- 
plements and amends the new franchise so as to give 
the Cincinnati Street Railway the right to operate buses 
as a part of the system under the service-at-cost plan, 
but with a fixed bus rate of fare of 10 cents with free 
transfers between buses and buses or between buses and 
cars. The other ordinance regulates the operation of 
independent bus lines. 


t 


Automatically, the control of bus operation by the 
Cincinnati Street Railway is vested in the director of 
street railroads. By the terms of the regulatory ordi- 
nance, the office of director of motor buses is estab- 
lished, but it is to be held by the incumbent of the 
office of director of street railroads, whose title in the 
control of all such matters will be director of street 
railroads and motor buses. 

The Cincinnati Street Railway found it necessary to 
provide for an amendment to its charter extending its 
corporate powers so as to allow it to operate buses, and 
until its stockholders ratify this amendment to its 
charter at a meeting called for Nov. 24, 1925, and until 
the enabling ordinance just passed by the Council goes 
into effect after a 30-day period in which a referendum 
can be called thereon, the Cincinnati Street Railway 
will not actively undertake bus operation. Announce- 
ment has been made by the company officially, however, 
that when it has the right to do so it will make applica- 
tion to the director of street railroads and motor buses 
for the right to operate certain bus lines. 


' NEw OPERATING STAFF 


The personnel of the Cincinnati Street Railway, when 
assuming control of the~system, is: President, Walter 
A. Draper, vice-president; A. Benham, general man- 
ager, J. B. Stewart, Jr.; treasurer, C. V. Link; 
secretary, A. J. Becht; assistant secretaries, Joseph 
W. Nicholson, M. A. Cannon and Miss Caroline Hein; 
assistant treasurer, F. L. Haller; auditor, Benjamin 
Frankland; assistant auditor, E. G. Hummel; claim 
agent, Walter E. Robinson; assistant purchasing agent, 
A. L. Fischer; superintendent of transportation, A. J. 
Ostendorf; assistant superintendent of transportation, 
N. Wickersham; superintendent of shops, F. J. Wen- 
ning; assistant superintendent of shops, E. J. Jones; 
superintendent of maintenance of way, J. H. Sund- 
maker; superintendent of construction, J. V. Hysan, and 
electrician, H. C. Genrick. H. R. Biery of Indianapolis 
will be director of the department of public relations, 
while Samuel Assur, former vice-president, will be chair- 
man of the finance committee. 

A digest of the service-at-cost franchise follows: 


Digest of New Cincinnati Service-at-Cost Franchise 


Title and Preamble: The title says 
that it is an ordinance granting the 
Cincinnati Street Railway a renewal 
for 25 years of the right to maintain 
and operate street railroad routes. 

The preamble says that such a sys- 
tem is being operated by the Cincinnati 
Street Railway, owner and lessor, with 
the Cincinnati Traction Company, lessee 
and operating company; that the city 
of Cincinnati wants to have a single 
company own and operate the property 
and secure a reduction of the capital- 
ization of these companies; that the 
Cincinnati Street Railway is willing 
to purchase the rights and interests 
of the Cincinnati Traction Company in 
the railway system; that both the city 
and the street railway want the terms 
of the grant in one instrument; that 
both city and company believe the best 
results can be secured by the co-opera- 
tion of both, the city to determine the 
standard of the service, and that pro- 
vision be made to set a fare that will 
cover this standard and will also pro- 
tect the capital value agreed upon. 


‘carrying out such orders; 


SectionI. Definitions. Defines terms 
used in ordinance. . 

Section II. Renewal of Grants. The 
ordinance extends for 25 years the 
grants for existing lines and such ex- 
tensions and additions as may be author- 
ized. The routes are then described. 

Section III. Motive Power. Elec- 
tricity or other power approved by the 
Council may be used. 

Section IV. Company’s Obligation to 
Operate and Maintain. The company 
is to provide adequate, convenient and 
safe service and keep the system in 
good repair. 

Section V. City’s Control of Service 
and Fares. It is intended that the city 
shall haye the right to order and secure 
for the public the quality and quantity 
of service that is necessary for the 
safety, convenience and comfort of 
passengers, and that it accepts re- 
sponsibility as to the rate of fare 
which will result from the company’s 
that the 
company shall have the right to receive 
the fixed charges and return on capital 


fixed in Sec. XVI hereof, and it accepts 
responsibility for operating the sched- 
ules and providing the quality and 
quantity of service the city orders. 
The limitations put on the city in the 
exercise of its control are that the 
capital value agreed upon and the 
return thereon, as fixed in Sec. XVI, 
and the right of the company properly 
to maintain, renew and replace the 
property needful for the public service 
shall not be impaired or denied. The 
limitation put on the company is that 
while the return on its capital as fixed 
by the statute shall be certain and safe, 
any earnings or earning capacity in 
excess thereof shall be applied, instead 
of increasing the company’s dividends, 
to reduction of fares or capitalization 


-or the improvement of service or the 


street railroad system, as provided in 
the ordinance. 

The City Council shall have the 
power to. require the construction and 
operation of additional lines. 

The city’s control is vested in a 
director of streét railroads who shall 


. 
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have power to designate stopping 
points, require the company to order 
new equipment, or to equip and furnish 
its cars with improvements necessary 
to the safety, convenience and comfort 
of the passengers, specify changes in 
schedules and routes, etc. 

The company may appeal from a 
decision of the director to a board of 
arbitration. : 

The director has power to order the 
correction of any accounting of the 
company, including any statement as 
to the application of the gross receipts, 
with the right of appeal by the com- 
pany to a board of arbitration. He 
must also approve contracts for the 
purchase and sale of power, leases of 
other lines, grants from other munici- 
palities or counties, agreement as to 
the operation of any rapid transit 
system, etc. 

The company agrees to allow sub- 
urban and interurban roads to use its 
tracks on terms based on the total cost 
to the company, plus a_ reasonably 
proportioned share on the fixed capital 
and return on capital, subject to ap- 
proval by the director. 

Section VI. Budget System. A 
budget for the ensuing year shall be 
made up on or before Dec. 1 of each 
year, showing estimated gross receipts, 
operating expenses, taxes, fixed charges 
and return on capital, and this must 
be approved by the director. The 
expenditures during the coming year 
must then be controlled by this budget, 


though if the amount is insufficient to © 


enable the company to comply with an 
order of the director, he shall increase 
the allowance, all disputes being refer- 
able to the board of arbitration. 
Section VII. Paving. When a street 
is opened by the company simply to 
make repairs to or replacements of its 
tracks, the paving so disturbed shall be 
restored by the company. Where the 
city determines of its own initiative to 
pave or repave any streets all work 
shall be done by the city at its expense, 
though if the track and track founda- 
tion are to be constructed or recon- 
structed at the same time, which will 
be the procedure whenever the con- 
dition of track and paving both re- 
quire renewal, then the company shall 
excavate the space for its track sub- 
grade and construct its own track 
foundation to the bottom of the paving 
foundation. For general paving re- 
pairs, however, the company will pay 
the city half of the actual cost.ef the 
paving between 18 in. outside of the 
outer rails, though it is agreed that the 
actual amount payable by the company 
under this sub-section for 1926-1927- 
1928 shall not exceed $35,000 a year, 
nor in the next five years exceed $50,000 
annually, or any year thereafter $75,000. 
Section VIII. Expense of Office of 
Director. The company shall pay one- 
half of the total expenditures of the 
department of street railroads, where 
such expenditures do not exceed $30,000 
a year. Where they are greater than 
this sum, the payment by the company 
shall not exceed $15,000 a year. 
Section IX. Viaducts. Rentals are 
specified for the use of street viaducts. 
[The aggregate is $6,500 per annum. ] 
Section X. Reimbursement of City 
for Litigation. The company takes the 
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responsibility of the cost of litigation 
growing out of the enforcement of the 
ordinance. 

Section XI. Accounting System. This 
shall be the standard classification of 
accounts of the I.C.C., which has also 
been adopted by the Public Utilities 
Commission of Ohio. No charges to 
capital aS between city and company 
are to be made by the company for any 
additions paid for by the city or from 
donations to the company. The com- 
pany must keep a continuing inventory 
of the property, tangible and _ in- 
tangible, and must not dispose of any 
property used or useful to the street 
railway system without the approval 
of the director. 

The working capital fund and fare 
control fund are to be paid over to the 
city at the termination of the grant or 
upon its renewal or change, if all the 
funds in these funds are not required, 
except that the comvany may retain a 
sufficient amount to pay interest and 
sinking fund requirements for the out- 
standing bonds whose proceeds of sale 
were paid into these funds. 

Section XII. Depreciation. From the 


date of the ordinance up through 
Dee. 31, 1929, the company shall 
set aside from its gross receipts 


for a special depreciation reserve fund 
$1,750,000, and this sum shall be ex- 
pended prior to Jan. 1, 1930, for 
deferred repairs, renewals and replace- 
ments of tracks and overhead construc- 
tion. If the fund is not sufficient to 
bring the track and overhead construc- 
tion into good condition, in the opinion 
of the director, he may require the com- 
pany to set aside an additional de- 
preciation’' fund during 1930. The 
company shall also establish another de- 
preciation reserve fund to which speci- 
fied payments (varying from $122,500 
to $275,900 annually) shall be paid, to 
meet maturities of car trust certifi- 
cates, though this amount may be de- 
creased by the extent to which the 
Traction Company’s equipment trust 
certificates fall due and are refunded. 
Other depreciation reserve funds may 
be established as may be agreed upon 
by the director and the company. Parts 
of the system abandoned or sold may 
be amortized through the use of the 
depreciation reserve fund. 

Section XIII. Issuance of Securities. 
All security issues must be approved 
by the director, though the company 
may borrow money at current rates of 
interest and issue notes therefor for 
the maintenance and operation of the 
railway system, maturing not more 
than twelve months from the date of 
issue without approval of the director. 

Section XIV. Capital Value. The 
initial capital stock at the beginning of 
the operation of the ordinance is set at 
$22,761,950. This sum is made up of 
$18,511,950, the present outstanding 
common stock of the Cincinnati Street 
Railway, and the sum of $4,250,000 to 
be issued in part payment for the pur- 
chase of the street railway interests of 
the Cincinnati Traction Company and 
the Ohio Traction Company. 

Provision is made for the retirement 
of part of this capital stock through 
a capital stock retirement fund. To 
this fund is paid any excess in the 
fare control fund over the sum of 
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$400,000, when recommended by the 
director, provided that such payment 
in any single year shall not exceed 
$300,000. This capital stock retire- 
ment fund is in charge of two trustees, 
one named by the director and one by 
the company, and shall be applied 
through the trustees for purchasing the 
common stock of the company in the 
open market. They may use their un- 
restricted discretion as to the time to 
buy and price to pay, but cannot pur- 
chase any stock above par. The money 
shall be kept invested in United States 
government or certain specified munici- 
pal certificates of indebtedness. Any 
stock so purchased is to be transferred 
to the company for retirement and all 
income received on such stock while 'in 
the hands of the trustees shall be added 
to the capital stock retirement fund, 
though the Council, under certain con- 
ditions, may order the transfer of any 
portion of this fund to the fare control 
fund, or may even order the sale of 
securities in the possession of the 
trustees for this purpose. 

When the capital stock of the com- 
pany acquired by thé trustees amounts 
to $3,000,000, no further payments or 
transfers from the fare control fund 
to the capital stock retirement fund 
shall be made, and the power of the 
trustees to invest funds in their hands 
or make purchases shall cease. There- 
upon all cash money in their hands 
shall be paid into and transferred to 
the fare control fund, and all securi- 
ties in their hands shall be sold and 
the proceeds paid to the fare control 
fund and the trust created shall 
terminate. Every share transferred to 
the company by the trustees shall be 
canceled by the company if such can- 
cellation is allowed by law; otherwise, 
it will be held as treasury stock and 
not reissued, and it shall not be con- 
sidered as capital on which the com- 
pany is permitted to earn return. 

The amount of the reducible debt 
allowed under the contract to the com- 
pany is $4,238,060. The Cincinnati 
Street Railway has no funded debt, 
but has to make certain cash payments 
and assume or redeem certain obliga- 
tions of thé Cincinnati Traction Com- 
pany and the Ohio Traction Company. 
The term “reducible debt” does not in- 
clude capital stock, but does include 
other securities issued for capital pur- 
poses (including those issued for the 
purpose of a fare control fund and 
working capital fund) authorized by 
the ordinance. 

Section XV. Fixed Charges. Fixed 
charges under the franchise are inter- 
est and sinking fund on reducible debt, 
with the provision that they shall in- 
clude interest and sinking fund on the 
Ohio Traction Company’s 5 per cent 
bonds for the short time that they re- 
main unpaid. 

If at the time when the unexpired 
term of this grant or any renewal of it 
is ten years and the city has not exer- 
cised its privilege of purchasing the 
property, the companv shall have the 
right, in addition to the sinking fund 
requirement of securities issued, to 
place annually in a sinkine fund dur- 
ing the next ten years such amount as 
will redeem all securities issued, with 
the approval of the director, which 
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mature after the expiration of the 
grant. ; 

Section XVI. Return on Capital. The 
return allowed on the capital stock will 
be 5 per cent a year for the first three 
years and 6 per cent thereafter. If 
the company, with the approval of the 
director, issues any preferred stock, 
with a dividend rate different from 6 
per cent, the preferred stock dividends 
shall be considered as equal to divi- 
‘dends at the dividend rate of such pre- 
ferred stock. 

Section XVII. Application of Gross 
Receipts. For the purpose of this ordi- 
nance the cost of service shall be taken 
to include aggregate of operating ex- 
penses, taxes, fixed charges and return 
on capital. The gross receipts shall be 
considered as including revenue from 
fares, charges, and all other sources of 
income, including release of premiums 
on funded debt. 

Gross receipts shall be applied to the 
payment of: 

1. Operating expenses, which shall 
include the maintenance of the com- 
pany’s organization, maintenance and 
operation of the street railroad system, 
including settlement payments and 
judgments satisfied after operation un- 
der the ordinance commences, whether 
the injury occurred prior or subse- 
quent to such date, payments into the 
special depreciation reserve fund and 
depreciation reserve fund, payment 
for reimbursement of working capital, 
share of the expense of the office of 
director of street railroads, payment on 
account of paving, etc. 

2. Taxes, including all public charges 
of every character legally levied, 
whether upon property, earnings, in- 
come or profits, except special assess- 
ments properly chargeable to capital 
and except such portions of taxes as 
have accrued’ prior to the date of the 
beginning of operation under the ordi- 
nance. 

3. Fixed charges. 

4, Payment to the company of re- 
turn on capital as defined in other sec- 
tions. 

5. The balance of the gross receipts 
shall be paid into the fare control fund. 

All. applications of gross receipts as 
above provided shall be cumulative in 
the order named, and any deficiencies 
in any month not paid from the fare 
control fund shall be paid from subse- 
quent gross receipts. Charges shall be 
upon a monthly accrual basis. 

Section XVIII. Rates of Fare. These 
are to be, for passengers ten years of 
age and over, 84% cents, with transfers; 
under ten years, 48 cents, with trans- 
fers; any passenger on an _ inclined 
plane, 4% cents, without transfers; in- 
fants in arms, free. These fares will 
be bv tickets at three for 25 cents (for 
the 84-cent fares), or six for 25 cents 
(for the 44-cent fares). The cash fare 
for passengers ten years and over shall 
be 10 cents. 

By the sale of securities, the com- 
pany shall establish a fare control 
fund of $400,000. On the 15th of each 
month the company shall file with the 
director a statement of its gross re- 
ceipts, operating expenses, etc., and if 
this statement shows a deficiency in the 
payment or accrual in full of all op- 
erating expenses, taxes, fixed charges, 


and return on capital, such deficiency 
shall be paid out of the fare control 
fund. 

When this fare control fund con- 
tains less than $200,000, the rate of 
fare beginning the first of the follow- 
ing month shall increase by 4 cent, or 
if the fare is not a multiple of % cent, 
the increase shall be such a multiple of 
% cent as shall exceed the previous effec- 
tive rate by not less than 4 cent nor more 
than 1 cent. If the fare control fund 
exceeds $600,000, the fare shall be re- 
duced in the same way, not less than 
% cent nor more than 1 cent. After an 
increase or decrease in rate of fare 
has been made, no change in fare shall 
be made for three months. 

Where. the fund is more than 
$200,000 but less than $300,000, and it 
is reasonable to anticipate that during 
the next three calendar months, the 
operating expenses, taxes, fixed charges 
or return on capital will be in- 
creased and that the fare control fund 
will be further reduced during these 
three months, the company or the di- 
rector may propose an increase not ex- 
ceeding 1 cent in the fare, or instead of 
the increase in fare the company and 
directar may agree upon a_ 1-cent 
charge for transfers, or the abolition 
of a charge for transfers, or any com- 
bination of change in rate of fare and 
transfer charge or change in cash fare. 
A similar arrangement looking to a re- 
duction in the fare may be taken when 
the fare control fund is more than 
$500,000 but less than $600,000. If 
there is a charge for transfers, this 
charge must be abolished at a time 
when the regular fare is 
more than % cent. An extra charge 
may be made for fare on owl cars or 
those operating between midnight and 
prior to 5 a.m. 

Upon an increase or decrease in fare, 
outstanding tickets are void for: pas- 
sage, but must be redeemed by the 
company at the price paid for them. 
Members of the city police force and 
fire department are carried free when 
in uniform. School tickets for children 
between ten years and eighteen years 
of age are to be sold for 5 cents. 

Section XIX. Transfers. Unless 
otherwise provided, the company shall 
issue transfers under the usual re- 
strictions. 

Section XX. Miscellaneous Service. 
The company may operate tool cars 
and observation cars, and may carry 
mail. It may also, when approved by 
the director, operate cars for the car- 
riage of baggage, parcels, express and 
freight and for municipal purposes. 

Section XXI. Working Capital Fund. 
The company shall establish a work- 
ing capital fund by the issue of bonds, 
notes and other securities for not more 
than the sum of $500,000. 

Section XXII. Investment and Accu- 
mulation, of Funds. All receipts and 
moneys of the special depreciation re- 
serve fund, depreciation reserve fund, 
fare control fund, and other funds 
hereafter created, except capital stock 
retirement fund, may be invested when 
and as may be approved by the direc- 
tor. With his approval the company 
may invest any portion of the deprecia- 
tion reserve fund not needed for re- 
newals or replacements in additions or 


increased - 


betterments of the street railway. 
When these additions or betterments 
are later capitalized by the issuance, of 
new securities, the proceeds of such 
securities so far as necéssary shall be 
paid into the depreciation reserve fund 
to reimburse the company for such ex- 
penditure. 

Section XXIII. Limitation of Control 
by the City. No order shall be made 
which will have the effect of reducing 
the net earnings of the company ap- 
plicable to the payment of fixed charges 
and return of capital below the point 
at which the return may be earned, as 
provided in Sections XV and XVI, or 
that will prevent it from maintain- 
ing its system at the standard speci- 
fied in Section IV, or unless the budget 
and supplementary allowances pro-. 
vided in Section VI shall be sufficient 
to enable the company to pay fixed 
charges and, return on capital, and 
perform the other duties imposed by 
the ordinance, and no order involving 
capital expenditures shall be made if 
the company, acting diligently and in 
good ‘faith, shall not be able to procure 
the funds required to comply therewith. 
These limitations shall be applied by 
the board of arbitration. 

The corporate rights and powers of 
the company shall not be abridged ex- 
cept as the company has agreed in this 
ordinance, and nothing in this ordi- 
nance shall operate as an abridgment 
or restriction of the discretion of the 
board of directors in the selection of ~ 
officers, managers and employees, or 
any one performing any duties imposed 
by law upon the company, its directors 
or officers. 

Section XXIV. Purchase by the City. 
The city reserves the right on the 31st 
day of December, each year, to give 
one year’s notice in writing to purchase 
the entire system for the aggregate par 
value of the capital stock and reducible 
debt. 

It may pay the total purchase price 
in cash, in which case the yarious re- 
serve funds, accruals, etc., shall be 
converted into cash and be retained by 
the company and treated as having 
been paid to the company by the city 
on account of the purchase price, but 
the city shall pay such premiums as 
are necessary to call and'redeem the 
securities representing the reducible 
debt. Or the city may pay cash for 
the capital stock and assume the re- 
ducible debt, in which case the various 
reserve funds, cash in bank, etc., shall 
be turned over to the city by the com- 
pany and become the property of the 
city. In either case, the city assumes 
all outstanding liabilities incurred by 
the company in the course of operation, 
as for injuries and damages, etc., as 
well as any liabilities or obligations 
unpaid or outstanding other than those 
included in reducible debt. 

If the fare control fund shall have 
been exhausted, leaving a deficiency in 
fixed charges or return on capital, the 
citv shall also pav the amount of such 
deficienev in addition to the purchase 
price. The privilege of purchase does 
not deprive the city of the right to ac- 
quire the street railway system as de- 
fined in this erant by eminent domain. 

Section XXV. Citu’s Right to Inter- 
vene in Litigation. The city reserves 
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the right to intervene in any suit in- 


volving performance under the ordi- 
nance or any suit for foreclosure of 
electric railway property. 

Section XXVI. Arbitration. The 
board of arbitration is to be composed 
of three members, one appointed from 
either side, and these selecting the 
third. The trustees of the sinking fund 
of the city of Cincinnati are authorized 
to appoint an arbitrator to represent 
either side if none is appointed, and 
also to appoint the third arbitrator, if 
those chosen do not select him. The 
expense of the arbitration shall be 
fixed by the company and the director 
and it shall be paid by the company 
from its gross receipts as an operating 
expense. 

Section XXVII. Settlement of Pend- 
ing Controversies. In order that no con- 
troversies between the city and the 
company may remain outstanding, it is 
agreed that each side shall give up cer- 
tain specified claims for property or 
specified sums and that the city shall 
release the company from any claim 
for back license or gross earnings 
taxes which were not earned under the 
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former franchise and were not payable 
unless earned. 

Section XXVIII. Default and For- 
feiture. If the company defaults on any 
part of its agreement and the default 
continues for six months, exclusive of 
time caused by conditions beyond its 
control or the order of a court of com- 
petent jurisdiction, its rights become 
forfeited, though this shall not affect 
any mortgages of the property con- 
stituting part or all of the reducible 
debt, and the purchaser in any fore- 
closure or sale shall acquire no other 
or greater rights than are conferred 
in the ordinance. The rights and 
franchises shall not be subject to de- 
fault except as provided in this section. 

Section XXIX. Repeal of Existing 
Ordinances. Previous ordinances con- 
flicting with this or made unnecessary 
by it and consisting largely of fran- 
chises granted to the company or its 
predecessors or affiliated companies are 
repealed and the company accepts 
their termination and repeal. The 
existing franchise is specifically ter- 
minated and repealed unless the new 
one should be declared invalid. 


Section XXX. The Cincinnati & Ham- 
ton Traction Company. ‘ine company 
agrees to operate the railway of this 
company, so far as it lies within the 
corporate limits of the city, as part of 
the street railroad system under the 
ordinance. During such operation the 
receipts from the entire road and its 
operating expenses and charges are to 
be included in operating expenses and 
charges of the entire system. The Cin- 
cinnati Street Railway has the right to 
terminate the lease or make a new lease 
or purchase the property of the Cin- 
cinnati & Hamilton Traction Company, 
with the approval of the director, in 
which case it shall be treated as an 
addition or betterment to the property 
of the Cincinnati Street Railway. 

Section XXXI. Time of Taking Ef- 
fect of Ordinance. The date on which 
the ordinance becomes effective and op- 
erations begin under it, if accepted by 
the company, will be midnight, Sept. 
30, 1925; or if it does not become an 


‘ordinance before Sept. 1, 1925, then 


the midnight of the last day of the 
month following the month in which it 
became an ordinance. 


United Electric Railways of Providence Operates 


Bus Tours 


Bus of the United Electric Railways, Providence, Loading in Front of the Company Office 
Preparatory to Starting on a Special Sunday Tour to Plymouth 


ISTORIC Plymouth Rock and the famous shore 

drive at Newport, R. I., are objectives reached by 
bus tours operated by the United Electric Railways of 
Buses leave from in front of the railway 
office in Providence at 9:30 o’clock every Saturday and 
Sunday morning. Round-trip reserved seat tickets are 
One-way passengers are accepted if 


Providence. 


sold in advance. 


vacant seats exist when the bus starts. 
made by the Yellow Coach Manufacturing Company 


are used for this service. 


To Plymouth the round trip is 130 miles, for which 
One-way running time is 


about 24 hours. 


is $3. 
Parlor car buses 


colony. 


trip. 


One hour is allowed for lunch and 


24 hours for sightseeing. Returning, the buses reach 
Providence about 6 p.m. 

Buses leave for Newport at the same hour as those 
for Plymouth and arrive somewhat earlier because the 
round trip is only about 84 miles. 
One hour is allowed for touring the city, in- | 
cluding the celebrated 10-mile drive along which are 
located the homes of many of the wealthy summer 
For lunch and bathing 43 hours is allowed. 
The buses reach Providence about 7 p.m. on the return 


The round-trip fare 
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Car to Carry Fire Apparatus 


Protection Is Afforded to the Inaccessible 
Oakland Mole 


A Maze of Tracks and Overhead Wire Running Far Out Into the 
Bay on Piles and Timber Creates a Serious Fire Hazard 


Y ARRANGING a flat car to carry fire apparatus, 
the Key System Transit Company, Oakland, Cal., 
has considerably reduced the fire hazard on the Oakland 
Mole. This has always presented a difficult fire-fighting 
problem. Its maze of tracks and overhead wires run 
out into the bay for a distance of 34 miles. Part 
of it is hard to reach by water at low tide on account of 
the shallowness of the bay and it is unapproachable to 
vehicular traffic from the land side. Much of the con- 
struction is of wood. 
A flat car, 33 ft. long with four motors and a cab 
at one end, has been equipped to carry fire apparatus 
and is kept on a side track within a few minutes run 


of the mole, accessible to a West Oakland fire depart- 
ment house. On the mole are 30 hydrant locations, to 
any one of which the flat car can be switched within 
a few minutes after its arrival. According to tests 
which have been made, the fire engine can be actually 
at work pumping streams of salt water on the fire 
within fifteen minutes after the alarm is given. The 
La France engine used is capable of pumping 1,000 
gal. a minute. Adjustment has been made to allow for 
a difference of 8 ft. between extreme low and high 
tides. At high tide the pumping distance is 14 ft. -and 
at low tide it is 22 ft. 

The idea of a flat car was first conceived by E. E. 
Thornton of the auditor’s office. Mr. Thornton worked 
out the details of his scheme with the Oakland fire 
department chief and also secured the co-operation of 
the San Francisco department, which has several fire- 
fighting tugs. ‘ 


Surface Laid Over Track Structure 
Down Twenty-six Years 


HEN the city of Syracuse, N. Y., declared its in- 

tention of resurfacing-Westcott Street from East 
Genesee to Euclid Aventie, a Single track distance of 
5,835 ft., it appeared obvious to the officials of the 
New York State Railways that a new structure would 
be required. The present track was built in 1899, with 
9-in. half-grooved rail on wood ties and stone ballast. 
At that time Portland cement was not in common use 
and the concrete was-laid with what was known as 
Rosendale cement covered with a substance called 
Asphaltima. Outside of some patchwork which has 
been done, the original surface is now being removed 
and replaced with the regulation asphalt in the railroad 
strip and with Topeka, a bituminous concrete, on either 
side of the street. 

It is very remarkable upon opening up the pavement 
in the track structure, says Transportation News, the 
official publication of the railway, to find that the rails, 
rail joints and ties are in such condition that it was 
deemed necessary to make only minor adjustments in 
the track structure and replace the asphalt surface. 
The expense entailed in this operation will be approxi- 
mately 25 per cent of the cost of a new track. 


Flat Car of the Key System Transit Company Designed to Carry Fire Apparatus to the Inaccessible Oakland Mole 
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| _ Serving Washington by Three 


_ Independent Transportation Agencies 


Third and Fourth Sections of Engineer’s Report Deal with Transportation 
Service and Power Facilities Respectively—Regular Routes Are 47 in 
Number and Many Irregular Trips Are Also Operated—Rush-Hour Peaks 
Are Extremely Sharp — Actual Running Speed of Cars Is 10.4 M.p.H. 


W OCAL transportation service in the District of 
Columbia is remarkable for the number of routes 

operated by the three principal agencies. In all 
the Capital Traction Company, the Washington Rail- 
way & Electric Company and the Washington Rapid 
Transit Company operate 47 regular routes. These are 
_ augmented by a large number of ‘‘wild-cat” trips over 
irregular routes. Some 15 per cent of the service is 
of this character. A detailed analysis of the operating 
practices and power facilities of these companies is 
given in the third and fourth sections of. the report 
recently submitted to the District Commission by 
McClellan & Junkersfeld of New York City, consulting 
engineers. The first two sections of the report were 
abstracted in this paper last week. 

Normal week-day schedules of the Capital Traction 
Company call for operation during the evening rush 
- hour of a maximum of 237. cars, while the maximum 
of the Washington Railway & Electric Company is 337. 
Cars in service throughout the day and the number of 
buses of the Washington Rapid Transit Company are 
shown by fifteen-minute intervals on an accompanying 
chart. Rush-hour service of the Capital Traction Com- 
pany requires approximately twice the number of cars 
in base service, while on the Washington Railway & 
Electric Company the rush-hour cars are approximately 
three times as many as in the base. 


RusH-Hour CAR MOVEMENTS ARE HEAVY 
ON BOTH SYSTEMS 


On the Capital Traction system the greatest car 
density, 105 cars per hour westbound and 96 cars per 
hour eastbound, occurs on Pennsylvania Avenue from 
the Peace Monument to Fifteenth Street and New 
York Avenue, N.W. The heaviest section of the Wash- 
ington Railway & Electric Company’s line is Fourteenth 
Street between F and G Streets, where 118 cars are 
operated southbound and 108 are operated northbound 
during the maximum hour. <A car-flow diagram repro- 
duced herewith shows the total number of cars passed 
in both directions during the peak hour on each sec- 
- tion of track in the downtown district. For 24 hours 
the total number of cars passed is 2,058 on Pennsyl- 
vania Avenue and 1,848 on Fourteenth Street. 

A report on the street railway situation in Washing- 
ton in 1918 made by John A. Beeler, an abstract of 
which was published in ELECTRIC RAILWAY JOURNAL, 
Vols. 51 and 52, beginning Feb. 2, 1918, showed that 
schedules of the Capital Traction Company then called 
for 231 cars during the hour of maximum service 
in the afternoon, and the Washington Railway & Elec- 
tric Company schedules called for the operation of 354 
cars during the same period, Present schedules of the 
Capital Traction Company call for six more cars than 
in 1918 and Washington Railway & Electric Company 


schedules call for operation of seventeen fewer cars, 
a combined net decrease of less than 5 per cent. Dur- 
ing this period the facilities of the railway companies 
have been materially augmented through the operation 
of 48 buses. Revenue passengers carried in 1924 by 
the combined railway system were approximately 10 
per cent fewer than in 1918. Yearly totals for each 
company are shown on an accompanyinig chart. 

The Beeler report also called attention to points of 
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Rush-Hour Service in Washington Requires Much 
Extra Transportation Equipment 
Cars operated by the Capital Traction Company and the Wash- 
ington Railway & Electric Company as well as buses of the 
Washington Rapid Transit Company are shown by fifteen-minute 
periods. 


maximum car density on the two systems. In 1918, 
211 cars were scheduled to pass in both directions on 
Fifteenth Street south of New York Avenue, while 
present schedules call for 201 cars during the hour of 
maximum service. On Fourteenth Street between F 
and G Streets 107 cars in one direction were scheduled 
in the maximum hour of service in 1918, while present 
schedules call for 118 cars during the maximum hour. 
Figures in the Beeler report show that approximately 
the same concentration of street railway service in the 
downtown district existed in 1918 as at the present 
time. However, the serious delays and congestion 
described in detail in the earlier report have in large 
measure been eliminated by changes in routing, car 
stops and general traffic movement suggested by Mr. 
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Beeler and later put into effect by the two railway com- 
panies and the police department. 

Regular all-day routes operated by the Capital Trac- 
tion Company are thirteen in number. In addition to 
these regular routes the company operates many cars 
during the rush hour over irregular routes which cover 
all or portions of the regular routes. Out of a daily 
total of 2,1884 trips, 1,8763 trips are made over regu- 
lar routes and 312 on wild-cat routes. The 21,950 car- 
miles made on regular routes represent 86.6 per cent of 
the 25,330 car-miles operated altogether on typical 
week-day schedules. 

Th2 Washington Railway & Electric Company oper- 
ates twelve regular routes. Besides these regular trips 
the company also operates an even greater proportion 
of special rush-hour trips than does the Capital Trac- 


The Washington Railway & Electric Company now 
operates ten bus lines. Of these five are feeder lines 
operated through territory not otherwise adequately 
provided with transportation facilities. Three bus 
lines have replaced railway lines and two are extensions 
operated only on Saturdays, Sundays and holidays. 

On Massachusetts Avenue a bus line from Dupont 
Circle to the west boundary of the District was estab- 
lished in 1925, superseding the Massachusetts Avenue 
car line of this company. From Massachusetts Avenue 
north along the District line the bus serves a territory 
which was not reached by the railway. After the estab- 
lishment of the bus service, railway service was dis- 
continued even though the track was the most recent 
extension built by the company. 

All-day car service formerly operated by the Wash- 
ington Railway & Electric Company 
over tracks of the Capital Traction 
Company to Potomac Park has been 
replaced by bus service, cars now be- 
ing operated only on morning and 
evening rush-hour trips. This bus 
line serves a larger territory than 
that reached by the railway line and 
also reaches the Lincoln Memorial. 

The Woodley Road bus line con- 
necting two railway routes of the 
Washington Railway & Electric Com- 
pany and one of the Capital Traction 


Company is jointly owned by the two 


Car Flow:in Downtown Section During Maximum Hour. 


tion Company. Out of a total of 2,7763 round trips 
2,192 follow regular routes and 28,045 car-miles are 
operated on them, representing 85.3 per cent of the total 
car mileage of 32,865 on typical week-day schedules. 


BoTH COMPANIES OPERATE BUSES 


Six bus lines are operated by the Capital Traction 
Company. Two of these cross the bridge over the 
Anacostia River where they replace the rail line of the 
East Washington Heights Traction Railroad abandoned 
in 1924. A third line is a feeder in the northern part 
of the city. The South Washington crosstown bus line 
is operated jointly with the Washington Railway & 
Electric Company and acts as a feeder to five north 
and south car lines. The Chevy Chase loop line is a 
feeder serving the rapidly growing Chevy Chase 
district. 

A de luxe bus line also is in operation from Chevy 
Chase Circle to the Union Station and the Capitol. 
This route parallels in part existing car lines. A rate 
of fare of 25 cents is charged and no standing passen- 
gers are allowed. It is claimed by the company that 
this new line competes with the private automobile and 
the taxicab rather than with the street cars. © i 
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The Intersection of Pennsyl- 
vania and New York Avenues at Fifteenth Street and the Block Between 
F and G Streets on Fourteenth Are Points of Greatest Density 


companies. The Rock Creek Park 
and the Zoo bus lines of the Washing- 
ton Railway & Electric Company act 
as extensions to its Mount Pleasant 
car line and are operated only on Sat- 
urdays, Sundays and holidays. 

Bus lines through the thickly 
settled Northwest section of Wash- 
ington are operated by the Washing- 
ton Rapid Transit Company. Th: 
principal line runs on Sixteenth 
Street from Scott Circle to Buchanan 
Street with a terminal at Fourteenth 
and Buchanan. A loop line leaving 
Sixteenth Street-at Harvard runs to the same terminal 
via Grant Circle, and a line operates north on Sixteenth 
Street to Longfellow Avenue. At Scott Circle the lines 
diverge to different downtown terminals, some buses 
going to Eighth and Pennsylvania Avenue, N.W., and 
some to Potomac Park and Lincoln Memorial. 

Both single-deck and double-deck buses are used. 
Heavy foliage on trees along Sixteenth Street and other 
streets where buses are operated, however, prevents 
the running of double-deck buses close to the curbs, 
thereby materially reducing the effective width of the 
streets. ; 

Examination of the individual lines of the two street 
railway companies shows that routes of many different 
types are used. Certain peculiarities of routing and 
other practices are the result of the independent oper- 
ation of two railway systems. Among these are the 
following: (1) Overlap routes; (2) U-shaped routes; 
(8) wild-cat trips; (4) operation over jointly owned 
or rented trackage; (5) indirect routing and duplicate 
trackage; (6) stub-end terminals in the downtown 
district. 

As many through routes as possible are used by 
both railways. Several overlap or “split-end” routes 
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are operated by each company. These lines cover the 
same territory over the major portion of their track- 
age but operate alternately between two separate ter- 
minals. One U-shaped route is operated by each 
company. - 

Besides increasing the service on regular routes in 
-the rush-hour period, both companies make use of wild- 
cat runs, aS mentioned in a preceding paragraph. 
These runs do not follow the regular all-day routings 
but operate odd trips -to all parts of the city. The 
reason for these is the scattered locations of large 
government offices employing thousands of persons liv- 
ing in all parts of the District. One of the best 
examples of the use of wild-cat runs is found at the 
Bureau of Engraving and Printing. The route serving 
this locality is a very light traffic line, its regular 
service amounting to 53 round trips per day. This is 
supplemented in the two rush hours by the operation 
of cars from other parts of the system, the aggregate 
of this special service being 874 round trips per day. 


JOINT OPERATION OVER SAME TRACKS 


On certain streets cars of the two companies are 
operated over the same track. Track so used is either 
jointly owned or is owned by one company and rented 
by the other. In several cases the tracks of both com- 
panies occupy the same street, resulting in duplicated 
investment. Four tracks are laid on New York Avenue 
' from Fifteenth Street to Fourteenth Street and on 


Scheduled Actual 
Capital Traction Company—car ............. 10.9 10.4 
Capital Traction Company—bus............. 11.8 12.9 
Washington Railway & Electric Company—car 10.5 10.4 
Washington Railway & Electric Company—bus. 11.6 12.0 
Washington Rapid Transit Company.......... Bis 10.4 


Fourteenth Street from New York Avenue to H Street. 
On Water Street, S.W., there are four tracks from 
L Street to H Street and three tracks from N to P 
Street. Each of the two companies operates on these 
streets over its own tracks. 

In 1918 one route of the Capital Traction Company 
had a downtown terminal at a crossover at a heavily 
congested point. Switching of cars there was com- 
mented upon in the Beeler report, and with the comple- 
tion of the Potomac Park loop the cars were routed 
around it. This company now has no switchback ter- 
minals in the downtown district. 

The Washington Railway & Electric Company, how- 
ever, has two such terminals, at one of which 389 cars 
are turned back daily and at the other 246 cars. One 
of these crossovers formerly accommodated also the 
interurban cars of the Washington, Baltimore & Annap- 
olis Electric Railroad. Upon the completion of the 
W., B. & A. terminal building this situation was 
relieved. 

In 1918 a skip-stop system was established in the 
District of Columbia and numerous stops were discon- 
tinued. This scheme met with public disfavor and as a 
result the commission modified its original plan. Skip 
stops are still used, however, in some sections. A 
modification of the system is.arranged at certain points 
by placing the stops in the middle of the block to serve 
two streets. 

On the lines of the Washington Railway & Electric 
Company the average distance between car stops is now 
676 ft. Bus stops are closer together, the average 
being 649 ft. on this system. On the Capital Traction 
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1870 1880 1890 1900 1910 1920 1930 1940 
Development of Transportation Services 

Initial Point 

of Curve 
Date Amount 
—-— Copital Tichey, Company revenue-passengers 1863._....4,983,201 
” ” car-miles............. .1899..._.3,996,112 

‘<——<—— ” ” ” track mileage... 1863... 20... 

=—o——0 Washington Railway and Electric oyster 
revenue-passengers... 41907... 40,102,061 
se ee Wereiaiasio Railwoy. ‘and Electric ‘System ¢ car-mites...190 2... 7,297,151 
” ” ” » Arack mileage...1970.... 

ae Washington Rapid Transit Company revenue-possengers...19 21... 4,378,908 
come ” » — bus-miles 192. |__... 623,087 
=o———0 Motor iahiels coplsteaniannt in the District of Columbia.....19]2_........ 4,000 
= = Population of the District of Columbia. 1860... 75,080 


Growth of Population, Transportation Facilities, and Riding 
in the District of Columbia 


Company car lines the average distance between stops 
is 658 ft. Between bus stops it is 542 ft. 

Schedule speed is well maintained on all the car lines 
operating within the District of Columbia. Bus lines 
of both railway companies make even better speed than 
the schedules require. The average for the Washington 
Rapid Transit Company is somewhat slower than that 
of the railway buses. This may be accounted for by 
the layout of routes as the Transit Company buses 
operate in more congested districts. Details of the 
scheduled and actual speeds are given in the accom- 
panying table. 

The Washington Railway & Electric Company uses a 
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lar metal signs of 12 to 15 in. diam- 
eter on metal posts about 63 ft. high 
and set just inside the curb lines, 

Loading platforms for the safety 
of passengers are used at all busy in- 
tersections in the congested district 
and at several places in the outlying 
sections of the city. These are owned 
and maintained by the railway com- 
panies. Most of them are built of 
wood. They are raised about 9 in. 
from the pavement, are about 4 ft. 
wide and long enough to permit the 
one time. There are a few platforms 
platforms are preferred on account of 
the greater ease of removal. At 
night the ends of these platforms are 
marked by red lanterns. 

Safety zones are painted on the 
street surface with broad white lines 
at many of the street car stops where 
there are no loading platforms. Mov- 
4 able standards with red lanterns 


Isochronal Map of the District of Columbia, Schedule Running Time Is Shown to Points 
Elsewhere a Time Allowance Is Made for Walking 


on Car and Bus Lines. 


single running time for each section of line applicable 
for all periods of the day. Two sets of running times 
are prescribed for nearly all lines of the Capital Trac- 
tion Company, one for rush-hour operation and one 
for operation during non-rush periods. The scheduled 
running times from a central point at Fifteenth Street 
and New York Avenue to various sections of the city 
are shown on an accompanying isochronal map. In 
constructing the map, scheduled running times were 
used on street railway and bus routes, rush-hour times 
being used for the Capital Traction Company. For 
points not located on railway or bus lines time allow- 
ances have been made for walking. 

A set of 4,587 observations of the speed of passen- 
ger interchange showed that the average time for a 
stop is 26.1 seconds, 21.8 seconds of which is taken for 
passenger movement and 4.8 seconds 
for delays due to other causes. The 
average time per passenger for 
boarding or alighting is 1.8 seconds. 
With respect to passenger inter- 
change better time is made on the 
pay-within type of car in Washington 
than on the center-door or one-man 
types. Curves showing the speed of 
passenger interchange for different 


were tried for a time as markers for 
such safety zones, but this practice 
now has been practically abandoned. 
Experiments are being made, how- 
ever, with a new type of safety zone marker. 

Both companies use a system of marks painted on 
the pavement between the rails to indicate clearances, 
automatic switches, stopping places, boulevard stops 
and berths at loading platforms. Careful observance of 
these markers by the motormen has been helpful in pre- 
venting accidents and increasing the speed of operation. 


UNDERGROUND CONDUIT SYSTEM USED IN 
CENTRAL AREA 


One of ‘the unusual features of street railway 
operation in Washington is the extensive use of the 
underground double trolley. This system has been used 
since 1899. Its advantages are the elimination of pole 
and overhead lines, thus adding to the beauty of the 
city, and the prevention of electrolysis. However, sev- 


The Capital Traction Co. 

Peace Monument 

Feeders 23 and 24 
(Tied 


Washington Railway! 
&& Electri 
M1. Pleasant Feeder 
Substation No./3 


numbers of passengers and different 


types of car are reproduced herewith. 


The average stop for buses based on 


329 observations is 23.3 seconds, 16.7 


seconds being consumed by passenger 
interchange. The average time per 


passenger boarding or alighting is 


3.1 seconds. 


As a rule cars stop on the near side 
of intersections, except where loading 
platforms have been built or where © 
the skip-stop system prevails. Car 
and bus stops are indicated by circu- 
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Typical Loads on Railway Feeders Show Extremely Sharp Peaks 


Due to Heavy Rush-Hour Traffic 
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loading of from two to four cars at— 


of concrete construction, but wooden 
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and maintenance of automatic switches. 


Speed of Passenger Interchange. 
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eral serious disadvantages go along with the under- 
ground system. Among these are: (1) Expensive 
construction, (2) dead spots in crossings and switches, 
(3) delays due to changing burned-out plows on the 
road, (4) breakage of plows due to expansion of the 
slot in extremely hot weather, (5) complicated operation 
The disadvan- 
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Operation of the Pay-Within 
Car Was Found to Be Quicker than that of the 
Center-Entrance and One-Man Types 


tages mentioned are not met with continually but they 
are an important factor of expense in street railway 
operation in Washington. On lines running to outly- 
ing portions of the District of Columbia overhead trol- 
ley with rail return circuit is used. As a rule center 
poles with side brackets support the trolley wire. 


POWER SUPPLIED BY INDIVIDUAL PLANTS 


Each of the two street railways is supplied with elec- 
trical energy from its own power plant, substations, and 
transmission and distribution systems. These are not 
interconnected except where the two companies operate 
over joint tracks and then for emergency purposes only. 
This results not only in duplicate investments but also, 
due to the small size of the Capital Traction power plant, 
gives higher pperatine costs and fixed charges per 
kilowatt-hour. 

The power plant of the Capital Traction Company is 
located on the Potomac River in Georgetown at Wiscon- 
sin Avenue and K Street. The plant is assured of ample 
water supply and has a siding from the Baltimore & 
Ohio Railroad over. which coal is obtained at present. 
Formerly coal was received by barge through the Chesa- 
peake & Ohio canal and unloaded by means of a locomo- 
tive crane. The canal was abandoned about two years 
ago after many years of service. 

The generating equipment in the Georgetown plant 
consists of two 1,500-kw., one 3,000-kw. and one 5,000- 
kw. turbo-generators, all of which were installed prior 
to 1912, and one larger and more efficient unit (7,500 
kw.) installed in 1919. All turbo-generators are of the 
horizontal type. The total capacity of 18,500 kw. is 
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ample to carry the peak load of about 12,000 kw., but 
not with the main unit out of service. The output for 
the year 1924 was 31,240,837 kw.-hr., which is approxi- 
mately 59 per cent of the output of the other company’s 
plant for railway consumption and 11 per cent of the 
total output of the other station. 

The Washington Railway & Electric Company obtains 
its energy from the generating station of its subsidiary, 
the Potomac Electric Power Company, located on Ben- 
nings Road on the east side of the Anacostia River. 
This station is equipped with both 60-cycle and 25- 
cycle turbo-generators. The total capacity is 118,- 
000 kw., of which 73,000°kw. is in 25-cycle units. 
The 25-cycle energy is generated at 6,600 volts and is 
transmitted partly at that voltage and partly at 13,200 
volts. All 60-cycle energy is generated at 13,200 volts. 
Normally the railway load is carried on the 25-cycle 
equipment, as is also some of the street lighting and 
power load. A portion of the load can be shifted from 
the 25-cycle system to the 60-cycle system or vice versa 
through frequency changers in several of the sub- 
stations. 


BENNINGS STATION GENERATES BULK OF POWER 


The 25-cycle generating equipment at Bennings sta- 
tion consists of one 5,000-kw., two 9,000-kw. vertical 
turbo-generators installed in 1906, 1910 and 1912 re- 
spectively and two 15,000-kw. and one 20,000-kw. hori- 
zontal turbo-generators installed in 1917, 1918 and 1919 
respectively. The 60-cycle generating equipment con- 
sists of only three turbo-generators, all of the horizontal 
type; two 12,500-kw. machiries installed in 1922 and 
1923 and one 20,000-kw. installed in 1924. The total 
peak load is 77,000 kw., a large part of which occurs on 
the 25-cycle system. The use of two frequencies is 
somewhat of a handicap for proper exchange of load 
and necessitates reserve capacity for each system. 

The total output of the Bennings station for 1924 was 
282,260,380 kw.-hr., of which 52,865,730 kw.-hr. was 
devoted to railway usage and the balance to light and 
power and street lighting, Approximately 75 per cent 
of the total output was generated at 25 cycles and the 
balance at 60 cycles. 

There are twenty substations supplying railway cur- 
rent to the two street railway systems, some of which 
also supply light and power and street light service. 
The total capacity of the railway equipment in these 
substations is 44,950 kw. Four of the substations, hav- 
ing a capacity of 15,750 kw. in railway equipment, are 
the property of the Capital Traction Company. The 
others, having a total railway equipment capacity of 
29,200 kw., belong to the Washington Railway & Electric 
Company. Transmission lines of both companies are 
mainly underground and utilize paper-insulated, lead- 
covered cable. 

On’ account of the heavy rush-hour traffic the power 
demand has sharp peaks for short periods. This makes 
it necessary for both companies to provide a much 
greater generating and transmission capacity than 
would normally be required. Curves showing the load 
on typical railway feeders of the Capital Traction Com- 
pany and the Washington Railway & Electric Company 
are reproduced in an accompanying chart. 

Comprehensive studies of traffic movements and the 
cost of service are contained in sections five and six of 
the report of the engineers. Abstracts of these sections 
will be published in this paper in the near future. 
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Standard Trolley Car Proposed for 
Soviet Russia 


TANDARDIZATION $ of the street cars of Soviet 

Russia has become a live subject, according to the 
July 10, 1925, issue of Verkehrstechnik, quoting from 
the Russian periodical Elektritschwesto. So far the 
standing committee of the All-Russian Street Railway 
Association had made the following recommendations: 
Use of ventilated roof, separation of window frames 
according to height, and storage of sash in the roof 
instead of the sides. 

The writer of the discussion, W. A. Isjurow, points 
out that these changes are not sufficient to improve 
greatly the uneconomical and inconvenient types now 
used. As an example of their inefficiency from the 
standpoint of personnel, he compares American and 
Russian practices as follows: America requires only 86 
to 94 employees per 1,000,000 car-km. (620,000 car- 
miles), whereas Russia averages 300 to 390 employees. 
[Note—The comparison would be still more favorable 
to American practice if the larger average capacity 
of American cars is taken into account.—Hd. | 

Mr. Isjurow also figured that a self-sustaining fare 
in Russia would equal one-fifteenth of the average 
mechanic’s earnings, while a self-sustaining fare in 
America would call for but one-sixtieth of the wage. 

The customary Russian car with single trucks is up 
to 10 m. (32.8 ft.) long, not more than 2.23 m. (7.3 ft.) 
wide and 2.25 m. (7.4 ft.) high. The bodies are heavily 
built of wood with semi-open platforms and open steps. 
Despite their great weight, these cars are not durable. 
In Leningrad cars are withdrawn once a month for 
repairs, and in Moscow as often as twice a month. This 
corresponds to a loss of 3,000 to 6,000 car-km. (1,860 to 
3,720 car-miles) a month. There is an average of 11.2 
passengers per revenue car-mile. The use of proper 
materials would reduce the weight per passenger from 
580-600 kg. (1,276-1,320 Ib.) to 250 kg. (550 lb.). 

The largest cars are 10.5 m. (34.4 ft.), which is con- 
sidered too long for single trucks and too short for 
double trucks. To avoid teetering of single-truck cars 
with a body of this length, a wheelbase of more than 
3m. (9.8 ft.) is required, but this leads to excessive 
wear of wheel flanges and rails on curves. The most 
satisfactory wheelbase for curves of 15-18 m. (49.2-59 
ft.) radius would be 2.5-2.7 m. (8.2-8.9 ft.), which in 
turn calls for a car 8.5 m. (27.9 ft.) long. The height 
should be reduced to 2 m. (6.56 ft.), as more than that 
is of no advantage to the passenger and is a source of 
extra construction cost and weight. 

The introduction of vestibuled platforms with inter- 
locking door and step arrangement would eliminate the 
cause of one-half of the present accidents; and the re- 
moval of side rails and other projections frequently 
grasped by children would lead to a 75 per cent reduc- 
tion in accidents. 

Prepayment and one-man operation are advocated. 
The writer figured that in 1922 and 1924 anywhere from 
10 to 30 per cent of the riders on the Leningrad system 
paid no fare at all. 

The standard single-truck car, summed up, should 
have the following features: 

1. A seating capacity of 24 in a car 8.5 m. (27.9 ft.) 
long, 2.59 m. (8.5 ft.) wide at the seat line and 2.2 m. 
(7.2 ft.) high. The wheelbase should be 2.5 m. (8.2 ft.), 
the axle diameter 100 mm. (4 in.), the wheel diameter 
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700 mm. (28 in.). 
than 5 metric tons and the equipment another 3.5 tons, 
[Note—This equals 18,734 Ib. for 24 seats.—Kd.]. 

2. The car framing should be of steel. 

3. The car should be operated one-man, prepayment. 


Interesting Posters Used by W., B. & A. 


OSTERS designed to appeal to the car riders from 

different angles have recently been displayed in the 
cars of the Washington, Baltimore & Annapolis Elec- 
tric Railroad, which operates high-speed trains between 
Washington, D. C., and Baltimore, Md., and also be- 
tween Annapolis, Md., and Baltimore. One of the 
posters is designed to appeal to the man who has been 
in the habit of driving his private automobile from 
Baltimore into Washington and who is finding increas- 
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These Cards in Large Size Are Carried in the Cars of the 
W., B. & A. and in Stations of the Company 


ing difficulties in traffic near his destination. The elec- 
tric trains operated by the W., B. & A. operate between 
modern and well-maintained terminal stations in the 
heart of the two main cities connected. 

The other poster is an appeal to the weary city worker 
to move to the waterfront on the three rivers tapped 
by the lines of the company. One visit to the shores 
of the Severn River will convince the most sophisticated 
that there is a charm in the gentle rolling shorelands 
and the beautiful waters of these rivers that is dis- 
tinctively characteristic of this beautiful country. 


Indiana Commission Pays Its Way 


HE unusual situation of a state department return- 
ing to the treasury more than its entire annual 
appropriation was disclosed recently in the annual 
report of the Indiana Public Service Commission for 
the fiscal year ended Sept. 30. 
The commission’s appropriation for the year was 
$100,000. At the end of the year its balance reverting 
to the state’s general fund was $103,677. This result 


. . . * . 
was achieved in face of an extraordinary expenditure 


of $108,418 in the year for a state-wide inquiry into 
the operation of one utility alone. 

In addition to its $100,000 appropriation, the receipts 
of the commission for the year were $262,795. The 


receipts, apart from the appropriation, were derived - 


principally from fees paid for issuing securities. 

Two reasons were assigned for the showing. One 
was the increase by the last Legislature in fees for the 
issuance of securities and the other was that on April 
1, last, the commission established a rule requiring pay- 
ment of all fees before orders are put into effect. 
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| () greatest number of people for the work that is 
performed, and naturally the question of good 

internal relationship is of relatively greater impor- 
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Promoting Better Relationship Between 


Employee and Employer 


PHD eeAR TICLE 


Helping the Employees to Help Themselves Is the Basis of Accomplishments 
Recounted in Coffin Prize Presentations—Benefit and Loan Associations, Group 
Insurance and Pensions Important—Frequent Meetings Between Executives and 
Men Instill Increased Interest in the Affairs of the Company and Its Success 


ALL the utilities, transportation employs the 


tance. Furthermore, the employee and the equipment 
he operates come in much closer contact with the public 
than those of any other utility. 

One chapter in each of the presentations made by 
the companies competing for the 1925 Coffin award 
was devoted to better relationship between employee 


which the invitation to compete for the award was 
extended, this chapter was to set forth “Outstanding 
accomplishments in development of good relations 
between management and employees.” 

The results obtained in Pittsburgh have already been 
mentioned in this paper.. All of the twelve other com- 
panies in the contest show much progressive thinking 
along the same lines. Their accomplishments are told 
briefly in the following pages, which give an abstract 
of the portion of their briefs dealing with this subject 


and employer. 


In the words of the committee through 


of internal relations. 


Denver Tramway 


HORTLY after the serious ‘strike 
in 1920 the receiver of this property 
appointed an employees’ representative 
committee consisting of ten men, one 


_from each of the four divisions of the 


_transportation department 
from each of the following depart- 


track, and buildings and bridges. 


and one 
ments: Freight, power, line, mechanical, 
The 
committee meets weekly and handles 
practically all matters pertaining to 
employee relations. 

The committee receives bids for 
trainmen’s uniforms, arranging for con- 
siderable reduction in cost. The com- 
pany has equipped a tailor shop in the 
tramway building and through free 
rent and other considerations enables 
the tailor to offer reduced prices for 
his service. The committee also super- 
vises watch inspection. Social activi- 
ties on the property are handled by 


Billiard and Pool Room with Lunch Room in Rear Supplied 
Employees by Denver Tramway 


the tramway system club which is 
maintained in the tramway building 
and is under the supervision of the 
committee. As a part of the club there 
is a large library and reading room, a 
billiard hall, gymnasium or recreation 
room, with full equipment and showers. 
A soda fountain and lunch room are 
also available. The reading room is 
used extensively by trailer conductors, 
who are all high school or college men, 
and who avail themselves of this room 
to prepare thein school work while 
waiting for their trailers to go out. 

A hospital department, while not 
controlled by the committee, is under its 
supervision so far as assessments and 
special expenditures are concerned. 

This committee also has the privilege 
of recommending wage adjustments for 
all employees below the rank of fore- 
man, or changes in working conditions, 
equipment or appliances, when in its 
opinion the health or safety of any 
employee is concerned. Grievances are 
heard before this committee. If it is 


unable to adjust the matter the case is 
carried to the general manager, and 
then if necessary to the receiver. How- 
ever, in the 4% years of operation no 
case has been carried beyond the gen- 
eral manager. 

The company has in operation a 
bonus plan for operators of the power 
house. The total bonus fund to be dis- 
tributed each month ranges from $2 for 
a coal consumption of 3.07 to 3.05 lb. 
per kw.-hr. to $1,262 for a coal con- 
sumption of 2.37 to 2.35 lb. Each man's 
share in this bonus is paid once a 
month by check separate from the regu- 
lar payroll check. The bonus is divided 
equally among all employees of the 
power house who have been in the em- 
ploy of the company more than 30 days. 
Many men have been able to purchase 
homes through the operation of this 
bonus plan. 

A bonus of 2 cents per hour in addi- 
tion to regular wages is paid to men 
in the platform service whose records 
are above 89.5 per cent under the minus 


Theater Room and Stage Setting for One of the Employees’ Plays, 
Denver Tramway 
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and plus system, which was worked out 
by the employees’ representative com- 
mittee. The fact that an increasing 
number of men obtain the bonus proves 
that greater effort is being put forth. 


Dallas Railway 


UCH has been done, this company 

believes, to improve the relations 
between management and men, although 
in the past there have :been many 
serious difficulties to overcome. 

In 1921, a reduction of trainmen’s 
wages of from 4 to 5 cents per hour 
became effective, with a proportionate 
decrease in all departments. This took 
place with no decrease in efficiency, no 
withdrawal from service, and no ex- 
pression of discontent. In 1924, the 
company voluntarily raised the rate of 
wages to 45, 48 and 50 cents per hour 
after the first year. Operators of one- 


Dallas Railway Provides Mirrors in Each 
Trainmen’s Room, so that the Men May 
Observe and Improve Their Appearance 


man cars make 4 cents per hour over 
these rates. This voluntary increase 
on the part of the company naturally 
improved the relationship between em- 
ployees and management. 

The company encourages the employ- 
ees along musical and athletic lines. 
The employees’ old fiddlers’ quartet 
recently won the first prize in a state- 
wide contest. Late in the summer an 
annual picnic is given, more than 6,000 
attending the last event. Bi-weekly 
concert nights are held by the em- 
ployees at various points on the com- 
pany’s property. An employees’ pub- 
lication called Partners is a joint pub- 
lication of the Dallas Railway and the 
Texas Interurban Railway, and is is- 
sued every two weeks on pay day. 

A pension system is in effect on the 
property. In several cases where old 
employees preferred to continue at 
some kind of work they were assigned 
to special duties which they could well 
do, being paid the pension as well- as 
the salary for the work performed. 

Medical examination is required be- 
fore employment. This also serves as 
the basis for the entrance into the Em- 
ployees’ Benefit Association, which car- 
ries with it a life insurance policy of 
$1,000. The association was formed 


in June, 1924, and provides sick and 
accident indemnity of $2 per day for 
100 consecutive days, with additional 
benefits after this period. Benefits are 


paid for a maximum of 150 days in 
- twelve consecutive months. 


Financial assistance is offered by the 
company to employees under terms that 
are not burdensome. 


Eastern Massachusetts 
Street Railway 


URING the 23 years this com- 

pany has had a working agreement 
with the Amalgamated Association it 
has never had a general strike. In ad- 
dition to covering working conditions 
this agreement provides for the clear- 
ing of an employees’ record every nine 
months. The employees through their 
organization have assisted the com- 
pany in legislation on excise tax, jitney 
bills and the convenience and necessity 
act. 

In view of the splendid relationship 
between the trainmen and the manage- 
ment, the company desired to show its 
appreciation of the co-operative spirit 
on the part of its employees and 
adopted without solicitation an old-age 
pension and group: life insurance plan. 
The insurance carried varies from $750 
after one year of service up to $3,000 
after ten years of service. For produc- 
tive employees the insurance varies 
from $800 to $2,200; the insurance also 
carries with it disability features. 

The pension system, which was estab- 
lished in January, 1922, provides for the 
retirement of employees at the age of 
70 who have been in the service more 
than 25 years. The pension varies from 
$40 to those who have been in the serv- 
ice 25 years up to $65 for 50 years of 
service. During the first year twenty 
employees were pensioned and on the 
average each pensioner receives a trifle 
less than $50 per month. 

The company holds frequent meet- 
ings with its men at which company 
officials attend and often speak. Din- 


Interior of Grand Rapids Valet Car 


This car is maintained to promote the 
better appearance of trainmen. The car is 
moved from station to station so that it is 
available for use of all trainmen. 


ner meetings or evening meetings at 
which refreshments are served are fre- 
quent. In the fall “snow plow” meet- 
ings are held. Each year a pienie and 
other social events dot the company’s 
social calendar. 


Grand Rapids Railway 


NDER the open shop plan in force 

on the Grand Rapids Railway, 
both union and non-union men operate 
cars, there being no distinction drawn 
between men of either class. A major- 
ity of the platform men have union 
affiliations, and the majority in the 
shops are non-union. Wage rates and 
general agreements have been renewed 
without change for the past three years, 
the present agreement extending to 
May, 1926. At no time has arbitration 
been necessary. 

The company promotes the usual 
welfare and recreational work, includ- 
ing a benefit and protective association, 
bowling leagues for men and women, 
and the public utility baseball league, 
which enjoys free use of the profes- 
sional park operated by the company. 
Club and reading rooms are maintained 
and supplied with magazines. All em- 
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ployees and their Paraities receive free 
passes to Keith’s Vaudeville Theater 
at Ramona Park, operated by the com- 
pany. The result of this policy has 
been very satisfactory. 

- To promote the neat appearance of 
its platform’ men the company oper- 
ates a valet car, which is moved from 
carhouse to carhouse and is available 
All uni- 
forms are kept clean and in repair and 
shoes and puttees are polished. The 
company claims that public apprecia- 
tion and improved morale are the re- 
sults of this policy. 


Houston Electric Company 


HIS company has organized an em- 

ployees’ co-operative association in 
which each department has its repre- 
sentative on the board of directors. The 
association provides $1,000 of insurance 
costing each member $1 per month, a 
like amount being contributed by the 


Nashville Railway & Light 
Company 


ASHVILLE credits the gratifying 

success which has attended the 
company’s public relations work largely 
to the ideal relationship between the 
company and its employees. 

On Nov. 1, 1924, the company began 
insuring its employees under the group 
plan. This insurance, which provides a 
minimum of $500 protection for every 
employee in service for one year, in- 
creases $100 for each year thereafter 
until the maximum of $1,500 is reached. 
A disability benefit is paid to any em- 
ployee totally and permanently dis- 
abled before reaching the age of 60. 

Sickness and accident insurance is 
shared by the employees and the com- 
pany. Each employee pays 25 cents 
per week, and the company adds to this 
premium sufficient to purchase a policy 
which pays $1 per day for sickness or 
accident disability, $500 at death, $150 


A physician engaged by the associa- 
tion attends the employee or any mem- 
ber of his family without expense. 
During May, 1925, this physician made 
320 calls to employees’ homes, 51 hos- 
pital visits, and received 124 office calls. 
The visiting nurse of the association 
made 259 residence calls during the 
month of May. 

A pension system is in operation for 
employees who become disabled through 
sickness or infirmities of age. Fifty 
dollars a month is paid to beneficiaries 
on the pension roll. 

On the night of Feb. 6 all men who 
had been in the service of the company 
for 20 years or more organized the 
“Twenty-Year Honor Club.” The or- 
ganization is a permanent one, and 
regular meetings with appropriate 
ceremonies for new members entering 
the circle tend to cement more firmly 
the ties that bind. 

A house organ known as Rail-Light 
News is used not only to convey news 
of interest to the employees, but car- 
ries inspirational messages bearing 
upon public policy and public relations. 


At the Left Is Shown One of the Happy Thousands Attending the Houston Electric Annual Picnic. 


company. Added insurance is optional; 
a $1,000 policy can be carried in an old 
line company for 75 cents per month. 

The association provides free medical 
attention to its members as well as sick 
benefits and several other features. Its 
officers are elected by ballot each year 
by its members. While not compulsory 
practically all employees belong. 

An athletic club, organized under the 
supervision of the association, has in 
operation an active baseball team. It 
also gives an annual picnic, holds 
dances, fosters an orchestra, and ar- 
ranges for a Christmas tree and enter- 
tainment. Last Christmas’ presents 
were distributed to 1,066 children, rang- 
ing in age from six to fourteen years. 

Many employees own their own 
homes, contribute regularly to the com- 
munity chest for charities, support 
their city and their company. 


Pleasant Contest at One of These Picnics 


at death of the employee’s wife, and 
$25 at death of a child. 

A welfare department and the em- 
ployees’ Mutual Benefit Association are 
in charge of a full-time paid secretary. 
He acts as adviser to employees in 
domestic, financial or legal troubles. 
The company often makes temporary 
loans to help over difficult situations, 
which may be returned in easy pay- 
ments. During the January-June period 
of 1925 the secretary made 717 visits 
to employees’ homes, 122 hospital calls. 

In a restaurant operated by the com- 
pany meals are served at cost through- 
out the 24-hour period. Free shower 
baths and towels are provided. A bar- 
ber shop in the employees’ building is 
operated at cost. Reading rooms and 
recreational facilities, including billiard 
tables and other games, are at the dis- 
posal of the employees. 


The View at the Right Shows a 


Commendatory letters from the public 
are carried in the News to give recog- 
nition to employees for public approval 
of their good work. An employees’ 
band, consisting of 21 pieces, was or- 
ganized at a cost to the company of 
$2,500. The company pays the salary 
of a professional director. This band 
is well trained and is in constant de- 
mand. 

More than 1,000 employees and mem- 
bers of their families attend the annual 
company picnic. Free transportation 
and free refreshments are provided. 

During the hot summer months the 
employees are permitted to work with- 
out coats, and two uniform shirtwaists 
are furnished each platform man with- 
out cost. 

Tennis courts, showers and clubhouse 
conveniences are provided by the com- 
pany at its Glendale Park. 
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El Paso Electric Company 


ANY novel ways and means of 

securing hearty co-operation and 
good will are planned by this company, 
most important among them being the 
employees’ benefit association. Each 
employee who is a member pays $1 a 
month and the company contributes a 
similar amount. Of the eligible em- 
ployees 89 per cent are members in 
good standing. The association is run 
entirely by officers elected from its 
members, except that the manager of 
the company is one of the directors. 
Membership entitles the holder to free 
medical attention, ‘sick benefits, and 
$1,000 to a selected beneficiary in case 
of death. Many local merchants allow 
a special discount of 10 per cent to 
members. Picnics, dances, an annual 
Christmas tree, baseball, and educa- 
tional features are provided. The com- 
pany refunds the cost of educational 
courses upon their satisfactory com- 
pletion. 

In addition, tennis courts and club- 
room facilities are provided for em- 
ployees. The company publishes a 
semi-monthly four-page paper entitled 
Cactus Points that has proved a very 
effective medium, leading to closer re- 
lationship among employees and _ be- 
tween them and the management. 
Through its columns many interesting 
facts regarding the company and the 
work of other departments are dis- 
seminated. 


Northern Ohio Traction & 
Light Company 


sé ITHOUT doubt one of the most 
notable examples of the union 
of purpose extant of office and platform 
was the untiring loyalty displayed in 
the interest of the new franchise. While 
it is recognized that the principle of 
self-interest was involved—yet the 
group and individual response to the 
situation resulted in a character of co- 
operation requiring a faith in the busi- 
ness and much hard work which helped 
turn the tide of public favor to North- 
ern Ohio Traction & Light service.” 
To obtain these harmonious relations 
between management and employees, 
as expressed in the language of the 
brief, the company does many things. 
Free insurance under the group plan 
is carried, the policies ranging from 
$500 to $1,500, depending upon the 
length of service of the employees. 
Disability provisions are included. 


EMPLOYEES’ STOCK OWNERSHIP 


Company employees, now numbering 
850, own $238,700 of preferred stock. 
Thirty per cent of the organization are 
paid up stockholders. Naturally, a 
self-interest in the success of the busi- 
ness is thus created, which is reflected 
in better work and better public rela- 
tions. 

The company has organized a com- 
mittee consisting of employees and offi- 


cers, and has turned over to it a certain’ 


portion of earnings to be used as pen- 
sion fund. This money is invested at 


the discretion of the committee. Pen- 
sions are effective after twenty years 
of service or at the age of 65, or under 
permanent disability provisions included 
under the regulations governing this 
fund. 

The company publication, The 
Northern Light, has a circulation of 
7,500 among employees and_ stock- 
holders ‘of the company. Subjects con- 
sisting of business building, safety, op- 
erating economies, as well as personal 
and general news, are treated. 


Pennsylvania-Ohio Electric 
Company 


N THE Pennsylvania-Ohio system 
all trainmen are members of the 
Amalgamated Association of Street and 
Electric Railway Employees. The con- 
tract between the union and the com- 
pany is essentially the same as it was 
ten years ago, except for the increasing 
rate of pay allowed. Despite serious 
strikes in the steel industry this com- 
pany has been generally free from 
difficulties of this kind. 
It is the custom of this company in 


Handsome Badges Worn on the Uniforms 
of Pennsylvania-Ohio Trainmen 
and Bus Operators 


conducting negotiations with its em- 
ployees to advise them fully as to the 
financial affairs of the company. Every 
possible source of authority with ref- 
erence to change in wages, a digest 
of all possible information on the 
trends of the cost of living, and full 
information as to wages and conditions 
of employment prevailing on» other 
street railways is set before the men. 

The company has been successful in 
maintaining excellent relations with its 
men for many years through a spirit 
of fair play and open negotiations. 

The company maintains a vacation 
camp situated in a park in Newcastle 
owned by the company. The company 
also encourages picnics, dances and 
other social gatherings, as well as 
athletic activities among the employees. 
A company band has recently been 
organized, as well as the nucleus of 
an orchestra. In all efforts of this 
kind, care is taken to avoid a pater- 
nalistic attitude. 


The brief calls attention to an agree-- 


ment reached between the local unions 
and the company that during periods 


of negotiation neither side would issue 
any statement in regard to their 
progress. It is believed that this has 
done much to prevent misunderstand- 
ing that might lead to trouble. 

The company has substituted hand- 
some badges instead of numbered 
badges, which are worn with consider- 
ably more pride by the trainmen and 
bus operators. 


Beaver Valley Traction 
Company 


S THE executive is, so will the 
entire personnel be. If a spirit of 
fairness and consideration prevails to 
the extent that a square deal is given 
and sought, then much has been done 
to cement the good relationship be- 
tween employees and management. 
This company has created a feeling 
of security among its employees, 
through the creation of relief, savings 
and loan, and pension and insurance 
associations. The employee’s mind is 
therefore left free for the performance 
of-duties. 
Each eniployés™ is insured under a 


‘group life plan, the amount being based 


on the wage or salary. It becomes 
effective after one year of service for 
50 per cent of the first year’s wage. 


- This amount is doubled the second year, 


with an outside limit of $3,200. A $200 
death benefit is also paid. To date, 
three death claims and one total dis- 
ability due to disease have been paid. 
This company pays the entire premium 
and is in reality a part of the employees’ 
wage. The policy carries a liability 
clause effective from either disease or 
accident. 

Since the institution of. the pensior 
system four employees have been re- 
tired, one of whom is now deceased. 
A recent pension of $73 a month was 
granted to a trainman. Retirement 
under the pension plan is permitted to 
four classes: (a) Retirement for all 
male employees who have reached the 
age of 70 and all female employees who: 
have reached the age of 65 and 
withdraw from active service; (b) op- 
tional retirement at the request of the 
employee or at the discretion of the com- 
pany of-all male employees who have 
reached the age of 65 and female em- 
ployees who have reached the age of 60 
years and whose term of service has 
been 25 years or more; (c) optional re- 
tirement for male employees of 60 or 
over or female employees of 55 years or 
over, who have been in service 20 years 
or more; (d) retirement at the discre- 
tion of the company for any employees 
who have become permanently or totally 
incapacitated or disabled as a result of 
sickness or injury. 

All forms of retirement carry a com- 
pensation. based on 50 per cent of the 
average annual pay during the ten 


“years next preceding retirement, with 


a minimum of $25 a month and a max- 
imum not more than 75 per cent of the 
average annual pay upon which the al- 
lowance is based. A service reward of 
1 per cent additional for each year in 
excess of twenty consecutive years of 
service is allowed. 


- November 7, 1925 


Since an employees’ loan association 
was created on Feb. 8, 1924, 59 loans 
have been made to members. Three 
loans were to purchase homes and one 
to assist in the establishing of a res- 
taurant. Dues are $1 for the first three 
months and 50 cents per month there- 
after. This total of $7.50 per year, 


“together with an equal share of the 


earnings of the association, is returned 
to each member on Nov. 30, when the 


- new term begins. 


A third of the employees are saving 
in an association which accepts deposits 
of anything between 25 cents and $5 
a month. 

A relief association has also been 
formed, the dues«of which are $1 per 
month. Benefits are paid for sickness 
or accident—$5 for the first week of 
sickness, $10 for the second, third and 
fourth weeks, and $15 each for the 
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in the history of the road expires 
April 30 next. The effective wage rate 
at present is 55, 58, 65 cents after the 
first year. This is for one-man opera- 
tion, which is the prevalent method of 
operation at present. 

Additional education is offered in the 
employees’ school, where safety and 
railway subjects are discussed, as are 
also home and civic matters. At the 
end of the instruction period a diploma 
is issued by the company. 

Perhaps the outstanding occurrence 
that illustrated the bond of good rela- 
tionship existing on this property was 
a recent loan which its employees made 
to the management in order to pay 
bond interest that was falling due. In 
all, the employees loaned $7,000 for a 
period of two months, for which the 
company paid the usual rate of interest 
of 6 per cent. 


SUBJECTS. INSTRUCTORS 


“What It Mesns to Re x0 Executive (91 
fleet." — EE Mamilinn, Vice Presidend., 
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PPeeaities in Fattl Accents: Fares: Vie 5 
Bee pile’ DO, A. Nebwn. Attarnes, Bowe 5 
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he Bulletin Board" WF Mel iarl Deo 
potcher. 


“Couctery in Merehamdicns of Trassyent: 
hewn,” Lee New, Oproste 


A Company Diploma Presented upon the Satisfactory Completion of Courses Given 
by Officials of Beaver Valley Traction and Affiliated Companies 


fifth, sixth, seventh and eighth weeks. 
Should the disability continue for ten 
weeks, an additional sum of $35 is paid 
on the tenth week. All of these fea- 
tures have combined to reduce the labor 
turnover, which for the fiscal year 
ended June 30, 1925, was 6.2 per cent 
for the entire property. 

Numbered badges have been discon- 
tinued at the request of the men. Over- 
alls for operators have been banished, 
and men are all in uniform. 

The employees are urged to attend 
college extension courses in business 
law, applied business finance and Eng- 
lish. These are held in the offices of 
the company during the evening, credit 
being allowed at Geneva College. The 
company refunds the tuition fee when 
the course is satisfactorily completed. 

Physical examination is required 
prior to employment, and the company 
re-examines ‘every two years. Free 
advice ’as to health ‘is given. - 

The first two-year wage pete e rent 


The New York Sun, commenting on 
this feature, said in part: “Buffeted 
about in a money market in which they 
were unable to obtain advantageous 
loans, officials of two traction lines 
operating in the city of New Brighton 
turned to their employees and _ bor- 
rowed sufficient money to tide over a 
financial crisis.” 


Tri-City Railway of Iowa 


OR several years it has been the 
practice of this company to call 
department heads together at least 
once a week. At such meetings, each 
member discusses phases of operation 
which concern his department, both in 


‘relation to the public and the other 


departments. “At stich times, also, 
many difficult angles of management 


_arevexplained thoroughly and frankly. 
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Meetings with trainmen are also 
held frequently, whenever the com- 
pany is proposing a major change in 
operation, so that the men may be in 
position to explain the situation thor- 
oughly to the passengers who may ask 
them. This improves the esprit de 
corps between operator and company. 


Northern Texas Traction 
Company 


T WILL be remembered that this 

company entered the two previous 
competitions for the Coffin prize, and 
succeeded in winning the coveted honor 
in 1924. 

Much of the good work of this com- 
pany and its officials and employees has 
been set forth in its two earlier presen- 
tations. It is stated, however, that all 
of the activities have been carried on 
during the past year. Important 
among these is the vocational training. 
Beginning Sept. 1, 1924, the third 
year’s sessions of the three electrical 
shop classes were started and also two 
new classes were begun and completed 
during that year. 

Once a week from 1:30 to 4 p.m. all 
department heads and transportation 
department inspectors study the various 
phases of public utility regulation. Sub- 
jects included were: “What Produced 
the Commissions?” “Principles Under 
Which Utilities Are Regulated”; “Func- 
tions of Regulatory Bodies”; ‘Con- 
venience and Necessity”; “The Value of 
a Public Utility”; “The Public Pays the 


Cost. of Public Transportation”; “Com- 
petition and Duplication of Public 
Transportation Are Wasteful”; “Main- 


tenance, Depreciation and Obsoles- 
cence.” To help members of this or- 
ganization properly to present the com- 
pany’s problems at various gatherings, 
the services of a professional instruc- 
tor in public speaking were secured and 
a series of ten lessons which proved 
very beneficial were given to senior and 
junior executives. 

The company has adopted service 
stars for trainmen. A silver star is 
worn on the coat collar after five years 
of service, a gold star after ten years, 
and a gold star set with a small dia- 
mond denotes service of 25 years or 
more. A man with fifteen years of 
service wears one gold star and one sil- 
ver star side by side. Of the 65 inter- 
urban trainmen, six now wear a dia- 
mond gold star, fourteen wear two gold 
stars, twenty-two wear one gold and 
one silver star, eighteen wear one gold 
star, one wears a silver star, and four 
have under five years of service. 

In May of this year George H. Clif- 
ford, vice-president of this company, 
was promoted to district manager. of 
the southwestern district of Stone & 
Webster, Inc., which promotion necessi- 
tated severing his intimate connection 
with this property for the past 24 years. 
The bonds of affection of the employees 
to Mr. Clifford were expressed in a 
unique breakfast held at 2.a.m. on June 
13 of this year and. was a testimonial 
of the employees’ regard: for Mr. Clif- 
ford and also for the splendid esprit 
de corps that exists on this property. «> 
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Safety Signal Arm Used in Sweden 


N A suburban electric railway near Stockholm, 

Sweden, a safety device of the type shown in the 
accompanying illustration is used to protect the opera- 
tion of one-man cars on single-track lines. If the 
operator is asleep or dead or passes by a stop signal, 
an extended signal arm comes in contact with a mov- 
able arm on the car body. Change of position of this 
second arm opens a line switch, shutting off power 


----Tro/ley wire 


_--- Pantagraph 


Passage of a Car by This Danger Signal Automatically 
Cuts Off the Power 


from the motors. Operation of this safety device has 
been successful in reducing the number of collisions 
on single track. It has the advantage that breakage 
of the wooden signal arm by a ear failing to stop at a 
danger signal indicates automatically that the motor- 
man is at fault. Moreover, it eliminates the use of a 
“dead man’s handle” on the car, against which the oper- 
ators had previously made some complaints. 


Steel Ties Laid Without Rails 


HEN it became necessary to lay 1,246 steel twin 

ties in the concrete floor of the new Schenectady- 
Scotia Bridge an interesting problem presented itself 
to the New York State Highway Department Engineers, 
since it is not planned to install the rails for the street 
railways at the present time. 

This bridge connects Schenectady, N. Y., and the 
village of Scotia across the Mohawk River and is about 
14 miles long. The construction work on the bridge 
is now nearing completion, but no decision has been 
reached relative to the operation over the new bridge, 
since the railway is now using, and desires to continue 
to use for the time being, the old bridge a short distance 
down stream. The State Highway Department desires 
to avoid the possibility of tearing up the bridge floor in 
case a later development should necessitate laying rails 
on the bridge. 
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The peculiar problem was to place the ties so that 
when the rail is laid in the future it will be to proper 
line and grade. After considerable study, it was 
decided to use a temporary rail, borrowed for the pur- 
pose, and construct the track in the usual manner. 
After the base conerete has set, the borrowed rail will 
be removed and the wearing surface of the bridge floor 
poured, leaving adequate spaces for the future rail. 
These open sections will then be filled with an easily 
removable bitumastic filler. ; 

Since it was impossible to obtain a temporary rail 
of the same section as will be required in case the 
track is later constructed, it was necessary to double 
punch the ties manufactured by the International Steel 
Tie Company so as to accommodate both the temporary 
rail and the permanent rail that may be used at a later 
date. 


Spring Platforms Between Rapid 
Transit Cars 


O AS to permit the cars used in the East Boston 

tunnel of the Boston Elevated Railway to negotiate 
the short-radius curve at Maverick station the ends have 
been cut back sharply-on both sides of the center line. 
Over the coupling the car floor extends a considerable 
distance beyond the door which permits passage between 
adjacent cars. At the sides of the car, however, there 
is a very limited amount of floor thus projecting. This 
makes it somewhat difficult for a trainman to stand 
between the cars when supervising ioading and unload- 


Guard’s Platform on East Boston Tunnel Car 


ing at a station. To remedy this condition a spring plat- 
form of the type shown in the accompanying illustration 
is provided on one.end of each car. When not in serv- 
ice it is held in a vertical position against the end of the 
car. If a guard wishes to use the platform he releases 
the catch and pushes it down into a horizontal position 
and stands on it. His weight is sufficient to keep it 
down as long as he remains in that position. When 
he steps off, springs automatically return the platform 
to a vertical position. 


) 
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Association News & Discussions 


Accident and Traffic Problems Engage 
New Englanders 


Safety Engineers, Equipment Men and Railway Operators Discuss Live 
Questions at the Boston Meeting of the New England Street 
Railway Club—Outside Viewpoints Also Presented 


IGOROUS attacks were launched 

upon preventable accidents and un- 
necessary traffic congestion at the Oct. 
29 meeting of the New England Street 
Railway Club at Boston, Mass. Six 
trenchant addresses upon these topics 
were presented by H. K. Bennett, safe- 
ty manager United Electric Railways, 
Providence, R. I.; H. A. Nettleton, di- 
vision superintendent Connecticut Com- 
pany, Hartford, Conn.; R. S. Maddock, 
assistant superintendent of equipment 
United Electric Railways; Walter Jack- 
son, consultant, Mount Vernon, N. Y.; 
J. C. Long, secretary traffic planning 
committee, National Automobile Cham- 
ber of Commerce, New York, and E. N. 
Jenckes, editorial staff Springfield 
(Mass.) Republican. 

President L. D. Pellissier presided at 
the meeting. As the result of an active 
drive in charge of J. B. Crawford, Con- 
cord, N. H., 52 new members were ad- 
mitted to the club. 

Mr. Nettleton opened the afternoon 
session with a paper on “Accidents 
from the Viewpoint of the Transporta- 
tion Department.” He pointed out that 
back of many of the mechanical failures 
lie human faults, and that indifference 
and neglect are potent causes of acci- 
dents. Thorough investigation and 
careful selection of applicants for plat- 
form work seems a most important 
step in accident prevention work. 
There is a tendency to inquire too little 
into the home life and conditions of the 
applicant. An unhappy, harassed and 
discontented man is apt to give more 
thought to home troubles than to his 
work. If, after acceptance, the em- 
ployee finds the conditions of employ- 
ment conducive to contentment, both 
he and his employers tend to profit and 
years of continuous service often re- 
sult. .Even the advertisers of a well- 
known brand of evaporated milk em- 
phasize the point that it is “the product 
of contented cows.” 

Greatly decreased use of open cars, 
installation of controlled doors and use 
of one-man cars have been potent fac- 
tors in reduction of boarding and alight- 
ing accidents. Following the extensive 
use of the one-man car the Connecticut 
Company requires that all applicants 
be able to qualify as conductor and 
motorman. Claim department data in- 
dicate that 54 per cent of accidents are 
collisions ‘with other vehicles, chiefly 
motor-operated. This leads to a prefer- 
ence, other things being equal, for men 
with past experience with traffic condi- 


tions as chauffeur, driver, etc., tending 
to give them the ability to foresee what 
the other fellow is going to do. 

Physical examination and training 
are conducted so as to determine and 
develop competent platform work. 
After a man goes into service, the 
frequent appearance of the chief motor- 
man and inspectors along the line has 
a restraining influence upon the care- 
lessly inclined. 

Just before the slippery rail and 
heavy traffic seasons, front-end men are 
bulletined to appear before the super- 
intendent and chief motorman. They 
are shown their accident records and 
the chief motorman gives a_ talk 
covering the precautions that should be 
taken to prevent accidents. A copy of 
these precautions, 30 in number, re- 
mains upon the bulletin board. Much 
stress is‘ laid upon the importance of 
leaving the terminals on time and using 
the full running time. Cars following 
regulars on suburban lines are required 
to use great caution, in view of the 
large number of cases where automo- 
bile drivers fail to observe the follow- 
ing car. The use of stools for operators 
tends to discourage alertness, Mr. Net- 
tleton said. 

The power saving bonus is an in- 
centive to the interested and intelligent 
motorman to leave terminals on 
schedule and use the full running time, 
making it easier to have the car under 
full control in heavy traffic without im- 
pairment of schedule. Under such con- 
ditions it is not improbable that the 
power-saving bonus may effect greater 
savings than that for which it was 
primarily intended. The indifferent em- 
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ployee fails to grasp this advantage, 
leaves terminal points late and tries 
to even up matters by coasting grades 
at reckless speed with the car out of 
proper control, disregarding slow and 
stop signs. He delays opposing cars 
at meeting points and creates a handi- 
cap for the interested employees. 

On this property the record of train 
orders is frequently checked up. Extra 
dispatchers are provided during rush 
hours, and in some cases this is 
brought about by overlapping of hours 
so that the relief man can get the situ- 
ation well in hand before the other 
man leaves the desk. The efficiency of 
the shop foreman is checked up by a 
traveling inspector. The company co- 
operates with the state motor vehicle 
department and the men are instructed 
to report violations of its rules. The 
state highway department also helps by 
removing obstructing signboards and 
reporting unsafe track conditions. 

Discussing this paper, C. B. Pierce, 
Union Street Railway, New Bedford, 
Mass., pointed out the difficulty of pick- 
ing out in advance men who will prove 
dependable. By “nursing men along” 
and helping them to realize the im- 
portance of accident prevention work, 
good results have been secured. H. E. 
Potter, New Bedford, said that the 
labor turnover in his company is less 
than 5 per cent. More than 60 per 
cent of the. employees have been in the 
service over six years. “We have an 
ideal school for training platform men,” 
said Mr. Potter. “We train conductors 
as well as motormen in this school, 
covering proper accounting, treatment 
of the public, transportation salesman- 
ship, and routine duties. Our school 
has been of great value in power sav- 
ing, and we have cut down this cost 10 
per cent since 1921.” 

J. B. Crawford, manager Concord 
Electric Railways, said that the best 
time to keep accidents down to a mini- 
mum from the transportation view- 
point, is when the men are hired. “We 
are very careful in our selection of 
platform motormen,” he said. “This 
point is proved by the fact that nearly 
all the accidents we have had during 
the past summer have been by former 
conductors., When we went to 100 per 
cent one-man operation we had a num- 
ber of men who were exceptionally 
good conductors, but they have not 
proved to be good motormen because 
they lack that experience and balanced 
judgment which gives an old motorman 
an insight into what the other fellow 
is likely to do. 

“The majority of our accidents are 
collisions, and in most of such col- 
lisions it is found that the driver of the 
automobile is to blame, either by cut- 
ting in front of our car, or, as he often 
admits, because his brakes do not work. 
In such cases we send a copy of our 
accident report to the Commissioner of 
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Motor Vehicles, who is always glad to 
get this information and whose inspec- 
tors are willing and anxious to co- 
operate with us to the end that acci- 
dents may be reduced. 

“We have found it convenient to 
have a number of sand boxes at vari- 
ous points on our lines so that the 
operator may have a chance to replace 
his sand as needed. These boxes are 
about the size of ordinary track tool 
boxes and are filled up by the track 
crew once a week with dry sand. The 
sand and salt expense of the average 
railroad during a long and severe win- 
ter is a very heavy item, and one that 
is hard to control.” 

G. E. Pellissier, Holyoke Street Rail- 
way, said that on his road sand is 
placed under the orders of the superin- 
tendent of transportation when fall 
comes. 

“Accidents from the Point of View 
of the Equipment Man” were then dis- 
cussed in a paper by Mr. Maddock. An 
abstract of this paper will appear in 
a future issue of ELECTRIC RAILWAY 
JOURNAL. 

In discussing this paper, H. T. Hur- 
lock, engineer of rolling stock and shops 
Eastern Massachusetts Street Railway, 
pointed out that on this road the causes 
of equipment accidents are investigated 
thoroughly and cures applied on a 
wholesale basis whenever possible. A 
few years ago there were 75 fires a year 
in cars, and when the cause was dis- 
covered, all the rolling stock was gone 
over to eliminate the danger. The num- 
ber of car fires is now practically zero. 
Changes in the location of heater coils 
were an important factor in this im- 
provement. Similarly, broken axles 
have been cut down through more com- 
plete inspection for flaws. Weak parts 
of car equipment are scrapped and re- 
placed with better material. 
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E. J. Dickson, vice-president, United 
Electric Railways, Providence, R. L., 
showed that the use of one-man cars 
was a factor in reducing accidents, 
other things being equal. Seventy-four 
per cent of the run choices in this com- 
pany are now one-man runs. The com- 
pany now charges off only 2.8 per cent 
of its gross revenue for accidents com- 
pared with a maximum of 4 per cent in 
earlier years. 

A paper emphasizing the danger of 
continued “passing the buck’? was pre- 
sented by Mr. Bennett. An abstract of 
this paper will appear in a future issue. 

Commenting on the paper, R. D. Hood, 
general manager Massachusetts North- 
eastern Street Railway, said that mod- 
ern accident costs are about equal to 
power costs, and that the automobile is 
chiefly responsible for them. “Cutting 
across” is the cardinal sin of the mo- 
torist. He advocated a conference of 
claim agents with the idea of stand- 
ardizing procedure in case of motor ac- 
cidents and a stiffening up of the rail- 
way attitude in regard to settlement of 
claims resulting from accidents due to 
careless automobile driving. Mr. Dick- 
son said that in proportion to the car 
mileage, motor bus accidents are fewer 
than trolley accidents. Closing, the 
author said that modern light equip- 
ment is much more subject to damage 
and serious repair costs than _ its 
heavier predecessors. 

At the evening session the papers 
were presented by Messrs. Jackson, 
Long and Jenckes. Mr. Jackson spoke 
of the need for the railways themselves 
to do everything possible to accelerate 
traffic movement. Motorized mainte- 
nance equipment, automatic switches 
and signals, improved car equipment, 
and rapid fare collection methods were 
among the items he mentioned as aids 
to reducing congestion. 


Speeding Up Traffic Safely” 


By J. C. LONG 


Secretary Traffic Planning Committee, National Automobile Chamber of Commerce 


ACH branch of transportation has 
its shortcomings and those of the 
motor vehicle are occasioning consider- 
able thought at the present time. It 
may be said fairly that most shortcom- 
ings have to do with inadequate 
facilities rather than the field or the 
medium of transportation itself. The 
trolleys as such can move much faster 
if not hampered by automobiles and 
other traffic interferences. Let us see 
first where the vehicle falls down and 
then find out what the remedies are. 
The first question that afises in re- 


spect to motor traffic is this: Is the 
motor car obsolete? 
A case can be made out in the 


affirmative. You have all had the ex- 
perience of taking a taxicab to meet a 
train in the downtown section of a city. 
Recently a trip from East 46th Street, 
New York, to the Pennsylvania Station 
on West 33d Street took 25 minutes, 


an average speed of less than 3 m.p.h. , 


These are rush-hour and crosstown 
conditions which are not typical, but 

*Abstract of a paner presented at 
meeting of the New England Street Rail- 
way Club, Boston, Mass., Oct. 29. 
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they show that automobile service is 
breaking down at critical points. An- 
other instance is a recent motor trip 
to New Haven where the driver 
motored around the city for half an 
hour trying to find a place to park any- 
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When you reach a condition where a 
vehicle cannot move when it wants to 
move and cannot stop when it wants to 
stop there is good reason to bring into 
play the word obsolete. Certainly the 
trolley people have had this hurled at 
them for much less cause. 

Many solutions of traffic have failed 
in the past because they have at- 
tempted too much at once and because 
they have not prepared the public 
mind for it. This taking the public 
into one’s confidence is one of the most 
important phases of the whole situa- 
tion. The public has a right to know 
about these things, and if not consulted 
the result can be very obstructive. 

Here is one example. The New 
Haven Railroad recently increased its 
fares to the commuters 40 per cent. 
This may have been entirely justified. 
It came as a surprise to the railroad’s 
patrons and was put into effect with 
such suddenness that it created a great 
storm of protest. 

The New York Police Department 
not long ago made a ruling that no 
cars should be parked below 59th 
Street. “There was a great deal of 
justice in this position, but it had 
not listened to objections in advance, 
had not prepared the public for the 
change, with the result that the order 
was nullified. 

Undoubtedly the first essential step 
in ‘any program of improved facilities 
is selling the public. A few guiding 
principles in the improvement of street 
traffic are: Provision of through boule- 
vards; elimination of bottle necks; 
provision of parking terminals; segre- 
gation of traffic and centralized con- 
trol. 

It is highly important for both the 
trolley companies and the motor vehicle 
to have much more rapid: exits from 
the city than is possible when cross- 
town traffic is allowed to interfere with 
the movement of vehicles on the get- 
away streets. It would mean a great 
saving to the transportation lines if 
they could double the miles per hour at 
which they now travel. This can be 
accomplished in any city if certain 
streets are set aside as rapid transit 
streets with interférences of cross 
travel eliminated or limited to every 
ten blocks. 

The saving in time to the public 
would warrant occasional cross streets 
being passed under or over the main 


where near a restaurant. Terminal highway so that there will be an unin- 
facilities are faulty. terrupted stretch of road. 
STATISTICS OF TRAMWAYS 
Revenue 
‘ Total Total Total Total per Total 
Year Route Capital Passengers Gross Route Working Net 
Miles Outlay Carried Revenue Mile Expenses Revent 
ip £ £ £ & 
1912-13 - 1,567 53,016,216 2,467,834,883 10,812,903 6,900 6,827,438 3,985,4 
etn 1,591 54,298,188 2,633,627,244 11,396,710 7,163 7,436,884 3,959,8 
1316-17 Returns | were not made | during these yelars 
1917-1 j \ 
1918-19 1,656 56,517,412 3,557,931,831 17,999,615 10,870 13,169,271 - 4,830,3 
1919-20 1,704 58,325,600 3,955,865,630 22,227,733 13,044 18,205,902 4,021,8 
1920-21 1,730 60,773,164 3,848,493,765 25,965,039 15,009 22,737,029 3,228,0 
1921-22 1,756 — 65,086,138 3,557,653,771 25,776,196 14,679 21,472,708 4,303,4 
1922-23 1,788 © 68,353,366 3,693,915,402 25,243,071 14,118 19,232,747 6,010,6 
1923-24 1,839 71,341,947 3,783,562,310 23,823,170 12,954 18,554,128 5,269,0 
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This will be helpful to the trolley 
companies from two standpoints: The 
through getaway street will be con- 
sistent with the trolley line, in which 
case it will be profitable for the trolley 
company to have buses for local traffic 
and trolleys for the through traffic. 
Or these through streets will be solely 
for the motor vehicles, in which case 
they will take a large part of conges- 
tion away from the trolley companies. 

In this case many cities are handi- 
capped because there are only one or 
two exits from downtown because per- 
haps far out on the borders there is one 
main highway connecting the city with 
the rest of the world. Accordingly the 
flow of traffic at this point is con- 
stricted and it backs up all over the 
city. It is to the interest of all lines 
of transportation to collaborate in in- 
ducing the city to improve these points 
which are choking the free flow of the 
traffic. This so-called bottle neck diffi- 
culty is not always a matter of narrow- 
ness of street, it may be a case of bad 
pavement. Here again one finds the 
thing of public relations, lack of edu- 
cation. New York has recently repaved 
several miles of First Avenue leading 
out to the Boston Post Road, but few 
are using the street as yet because they 
do not know that conditions have been 
altered. 

The parking situation is difficult. If 
you prohibit all parking you will arouse 
the antagonism of the merchant as well 
as the motorist, and yet when you let 


down the bars at all it is very difficult 
to check up on the situation because 
the driver can move his machine from 
place to place during the day, which 
only adds to the congestion. Further- 
more, some degree of parking seems to 
be justifiable, as in the old days one 
found it necessary to have hitching 
posts for the horse while one was 
transacting errands. One might begin 
in the large cities with prohibiting 
parking on the main avenues, and pro- 
vide limited parking on the side streets. 
In this way the merchant on the main 
avenue would not lose his trade because 
the customer could park near by. At 
the same time some degree of relief 
would thereby be provided on the more 
important boulevards. Big parking 
grounds help the situation to some de- 
gree, but for the all-day parker one 
of two propositions will be developed. 
We shall either come to a condition of 
huge parking places such as they are 
now working out in Detroit, where 
space can be rented for 25 cents or 50 
cents a day, or else there will be de- 
velopments such as that in Philadel- 
phia, where the traction company is 
providing parking’ grounds at the end 
of the trolley lines, making a charge of 
only 25 cents, which includes street car 
fare down and back. 

We are coming very rapidly to a 
segregation of traffic, particularly in 
fixing certain routes for the motor 
truck. _It is fully as helpful to the 
shipper as it is to the rest of travel. 


Co-ordination the Keynote of Municipal 
Tramways Meeting 


Name of Association Changed at Twenty-fourth Annual Conference to 
Indicate Wider Range of Activities—Bus Operation and 
Financial Problems Discussed 


ECAUSE more than half of the 
members of the Municipal Tram- 
ways Association are making use of 
the bus as an auxiliary, it was decided 
at the 24th annual conference, held at 
Brighton, England, Sept. 9-11, to 
change the name to “The Municipal 
Tramways and Transport Association.” 
The increasingly important part 
being played by the bus in local pas- 
senger transportation was stressed by 
several speakers. It was clearly evi- 
dent, however, that- this vehicle was 
regarded as an adjunct to the rail car 


and not a substitute for it. Best re- 
sults will follow, it was thought, when 
bus and rail services are co-ordinated. 
In England, however, where many of 
the tramways are municipally owned 
and operated, co-ordination involves 
certain problems not ordinarily en- 
countered in the United States. Various 
phases of the question were discussed 
by A. R. Fearnley, general manager 
Sheffield Corporation Tramways and 
Motors, in a paper which is abstracted 
elsewhere in this issue. 

Accidents, traffic congestion and mis- 


Expenditure Defrayed Out of Available Balance 
Total 

Amount Reserve 

Available (Including 
| from Other ‘or Repayment Depreciation Relief Income Rates 
ates Income Distribution of Debt and of Rates Tax and 
7 Renewals Taxes 

Funds) 

£ be £ i £ f £ £ 
04,988 24,656 4,065,099 1,274,809 733,749 519,715 |Not available 458,317 
92,600 122,933 4,145,359 1,339,910 694,217 578,019 Do. 517,662 
12,219 498,748 5,401,311 1,511,646 Agi 353 353,971 589,401 642,013 
9,451 875,595 5,066,877 1,588,604 967,057 390,946 672,206 856,619 
59,004 629,190 4,796,204 1,533,774 995,417 53,594 731,235 1,078,162 
1,791 403,439 5,078,718 1,622,072 1,129,944 174,738 593,330 980,493 
1,339 305,018 6,587,012 1,766,922 2,150,956 150,247 423,509 944,354 
16,777 731,890 6,257,709 1,860,104 1,688,405 280,537 442,147 879,980 


conceptions concerning the place of the 
tramway in the transportation system 
were dealt with in the address of 
the president, Charles Higham, chair- 
man Blackburn Corporation Tramways 
Committee. His address appears in ab- 
stract elsewhere. A paper on “Tram- 
way Finance” was presented by A. R. 
Smithson, chairman Leeds City Tram- 
ways Committee. This was the first 
time that the subject of finance had 
been formally considered by the asso- 
ciation since the conference in Glasgow 
in 1911. 

Mr. Smithson ealled attention to the 
government figures, given in the ac- 
companying table, which show the 
great changes which have taken place 
recently. The relation between tram- 
way earnings and local taxes was also 
discussed by this speaker. 

Tramway stopping places and speed 
of operation were subjects considered 
in a paper by James Dalrymple, gen- 
eral manager Glasgow Corporation 
Tramways. This paper is abstracted 
elsewhere in this issue. 

At this meeting P. Priestly, general 
manager Liverpool Corporation Tram- 
ways, was elected president of the 
association for the coming year. 


Holding the Telescope to 
the Blind Eye* 


By CHARLES HIGHAM 


Chairman Blackburn Corporation 
Tramways Committee 


E HAVE recently heard some- 

thing of congestion of streets by 
traffic, especially in the centers of cities 
and towns, and also of its remedy. The 
streets are surfeited with traffic and 
oversaturated, and the brilliant idea 
has leapt to the minds of some ingeni- 
ous public officials that the remedy may 
be found in excluding tramways from 
central areas—only the tramways. 
Some of these traffic experts resemble, 
in one respect at least, Lord Nelson 
on the famous occasion at the battle of 
Copenhagen. The telescope is to the 
blind eye. They have not yet noticed 
that considerable street congestion 
arises from rows of motor cars on each 
side of the road. 

Unmindful that the streets are for 
the use of all the people all the time, 
and not for some of the people part of 
the time, they blindly imagine that the 
minority can be permitted to elbow the 
majority out of the way, and the popu- 
lar poor man’s vehicle—the tramcar— 
can be relegated to a secondary place. 

The luxury motor car has much to 
answer for, no doubt. The parade of 
it has been probably one of the great- 
est social disturbers of our time, but 
if the industrial worker must be out- 
raged and enraged, then deprive him 
and his wife of the cheapest means of 
conveyance to their accustomed mar- 
kets and shops, drop them some dis- 
tance away from their familiar desti- 
nation and jam the streets with small 
cars. After that, follow the example 
of the experimental naturalist who 
dropped a red-hot iron into a hornets’ 


*Abstract of a paper presented at the 
24th annual conference of the Municipal 
Tramways Association, held at Brighton, 
England, Sept. 9-11. 
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nest and retires swiftly to a safe place 
for observation, and there meditate at 
leisure, but say good-by to public life. 

Recurring attacks are made on tram- 
ways by a section of the press which is 
not very scrupulous and has little re- 
gard for veracity. It is a notable cam- 
paign and peculiar to our branch of 
municipal service. It is singularly im- 
personal in its origin and persistence. 
It is mendacious and can only thrive, 
like some malignant mental affection, 
on cold and calculated lying. 

In July last it was twice stated, and 
the statement was innocently repeated 
in some weekly provincial papers, that 
“towns which had decided that tram- 
ways are obsolete and have replaced 
them with other methods of transport 
include Leeds and Walsall.” 

At the moment this was written 
Leeds had decided to spend about 
£400,000 on new tramcars and was 
extending the system. In this session 


of Parliament it has a bill for 
further extensions. There is no truth 
in the statement that Walsall has de- 
cided to scrap tramways and replace 
them with other methods of traction. 

The Ministry of Transport has in- 
formed the Council that it does not 
share the opinion that tramways are 
obsolete. It is certain that the public 
don’t share that view. Some motor- 
ists may think that tramways are a 
niusance to them, but they forget that 
they themselves are a much bigger 
nuisance and danger to the public. 

What is the service tramways ren- 
der? Last year they carried more than 
4,443,000,000 passengers. The average 
receipt per passenger was 1.53d. com- 
pared with 1.05d. in 1913-14, or an 
increase of 46 per cent only. They pro- 
vide the cheapest and most constant 
means of transport. Moreover, they 
are, when taken in the aggregate, a 
sound commercial proposition. 


Auxiliary Bus Service Much Needed * 


By A. R. FEARNLEY 
General Manager Sheffield Corporation Tramways and Motors 


ONOPOLY of a public utility 

. service carries with it the re- 
sponsibility of developing that service 
to its utmost capacity. Public service 
does not end by the mere provision of 
transport services in the thickly popu- 
lated areas to take people to and from 
their daily work, plus the educational, 
shopping and other facilities for their 
families. A-public transport service 
today means a great deal more than 
that. It must make provision for the 
people who live in the urban and rural 
districts beyond such areas, to have 
regular and ready means of access to 
the towns, so that they may get to and 
from their work and also have the 
benefit of the many valuable facilities 
provided in such areas. 

Having provided for these, there is a 
still further duty and _ responsibility 
upon the public authority, which is to 
see that the people who reside in the 
thickly populated areas have provision 
made for them so that when time and 
opportunity offer they can with ease, 
regularity and certainty, and at rea- 
sonable cost, get out of such areas into 
the healthy country districts and 
heights surrounding the towns and 
there enjoy the freedom and freshness 
of the country. 

It is obvious that these requirements 
cannot be adequately met by a system 
of transport which is tied to a rail or 
tied to a wire; both such systems have 
their proper spheres of operation. 
Tramways have not suddenly developed 
any serious defect or weakness—the 
present cost of construction renewals 
and repairs is a handicap, but one 
which could be met and overcome if 
nothing more serious required to be 
dealt with. 

The defect, that is,.lack of mobility, 
which was always with them, but not 
previously so apparent, is now being 


used against them in the development © 


of this urban and rural transport, and 


»Abstract of a paper presented at the 
24th annual conference of the Municipal 
Tramways Association, held at Brighton, 
England, Sept. 9-11. 


their opponents hope it will sooner or 
later put them out of action. This lack 
of mobility was not so obvious a handi- 
cap prior to the great increase in all 
forms of motor traffic, but it is now a 
point which is being put forward and 
magnified on every possible occasion 
as a serious disability and one that 
cannot be got over. 

On occasion, apparently, it may be 
obstructing other traffic, but when 
rightly considered it can’ be demon- 
strated that really it is assisting such 
traffic, as statistics for almost any dis- 
trict will readily show. 

Tramways are still the premier form 
of street transport for the large indus- 
trial areas. No one is yet able to 
demonstrate anything to the contrary, 
and one’s own daily experience proves 
beyond question the correctness of this 
assertion. That other services, how- 
ever, are required and that other forms 
of transport can best give such service 
does but lead us to the declaration that 
it is vitally necessary in the public in- 
terest that such additional services 
should be retained under the public 
control and provided by the tramway 
authority who, by co-ordinating the 
newer and more mobile vehicle with 


COMPARATIVE COSTS OF OPERATING TRAM 
CARS, RAILLESS ELECTRIC VEHICLES 
AND PETROL BUSES 


Year ended March. 31, 1925 


Railless 
Tram- Electric Petrol 
Expenditure cars Vehicles Buses 
Birmingham Pence per Mile————_, 
Working expenses.. 12.592 12.067 12.050 
Service of debt..... 2.415). Bo 35) Sees 
TOGA Se. tees 15.007 15.418 12.050 
Halifax 
Working expenses.. 16.952 17.674 14.286 
Service of debt..... 35320 not given 
Totals 515 segioe 20.272... Jase 
Leeds : 
Working expenses... 13.071 11.170 Included 
Service of debt..... 3.1647 122059 under 
“Tramears’ 
Totally ccrauteiserts 16.718 13,22 
Rotherham 
Working expenses.. 14.36 8.41 9.68 
Service of debt..... S737, 1.43 2.16 
Rotelynets .cavetiets Wives 9.84 11.84 
Wolverhampton 
Working expenses.. 14.483 11.294 11.721 
Service of debt..... 3.991 2.404 . 891 
Total Siecwew es 18.474 13.698 12.612 
York 
Working expenses.. 13.81 12.68 10.26 
Service of debt..... 2.94 8.03 1.47 


Totph cricasxp s+ -inil Of DaumezOnaa 11.73 


the well-established and still necessary 
public tramway service, can best meet 
all the requiréments just outlined. 

It should be readily granted that 
every municipality which has accepted 
the responsibility for street passenger 
transport operation should have powers 
to operate, develop and extend motor 
omnibus services. 

Where such a system can join up 
with the systems of other municipali- 
ties arrangements should be made for 
the joint operation of through services 
between the various centers, and, if 
necessary, joint boards or committees 
appointed and the various systems 
operated and co-ordinated under their 
control. By such an arrangement the 
people will ultimately obtain better 
services and facilities than in any other 
way. 

At the conference in Dundee in 1919 
figures were given showing the com- 
parative costs of operating tramways 
and motor omnibuses, and these are 
now supplemented by the figures for 
the present year. The decrease in cost 
per seat provided on the motor omnibus 
is worthy of special attention. The fig- 
ures are taken from a route on which 
the 52-seater type of motor bus has 
replaced a tramway. 
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STATEMENT SHOWING COMPARATIVE COSTS OF OPERATING TRAMCARS AND 
MOTOR OMNIBUSES 


Figures given at the M, T. A. Conference, September, 1919 


Tramways 


Motor Buses 


Per Seat Provided Per Seat Provided 


Per Mile Run 


Per Mile Run 


Bus Expenses Are 


0.302d. or 131.3 per cent more than tramways 
0.004d. or 12.9 per cent less than tramways 


0.298d. or 114.1 per cent more than tramways 


Based on figures for four months ended July 18, 1925 


Bus Expenses Are 


0.053d. or 27.2 per cent more than tramways 
0.009d. or 27.3 per cent more than tramways 


d. d. 
Working . expenses 0. 230 0.532 
Service of debt. ... 0.031 0.027 
Total. ne eeer 0.261 0.559 
Tramways Motor Buses 
Per Seat Provided Per Seat Provided 
Per Mile Run Pér Mile Run 
pr enter Tram) aia hae Bus) 
Working expenses 0.195 0.248 
Service of debt.... 0.033 0.042 
Totals, Anco u.228 0.290 


0.062d. or 27.2 per cent more than tramways 


successfully to run through 


for any length of time. 


November 7, 1925 


Rail traffic may have lost some of its 
attractions. So far as tramways are 
concerned it is accounted for in some 
measure by its lack of speed, constant 
and irritating stops, inability to pass 
cars in front, and consequent inability 
service 
cars, lack of modern rolling stock and 
a not too attractive appearance. 

In what way can this loss of attrac- 
tiveness be countered? Cars can be 
speeded up. Nothing less than 50-hp. 
motors fitted on all cars which it is 
intended to retain in regular service 
Power brakes 
fitted which can control the cars under 
the increased speeds with ease and 
without objectionable shocks to, or the 
throwing of, passengers. Ventilation, 
which in numerous cases is insufficient, 
might have immediate attention. Clean, 
comfortable, well-lighted, attractive 
and up-to-date cars provided. 

Tramways alone may have been in- 
clined to get somewhat rusty. Speed 
them up and with the assistance of 
motor omnibuses improve them in every 
way possible. There are clear cases 
where poor tramway routes have been 
enormously improved by a service of 


- motor buses as feeders. 


_Increasing Speed by 
Eliminating Stops* 


By JAMES DALRYMPLE 


General Manager Glasgow 
Corporation Tramways 


N LAYING out a tramway route it 

is generally a debatable point as to 
how many stopping places should be 
allowed per mile of route. This, of 
course, depends to a great extent on 
the density of traffic. If we are to be 
able to compete successfully with the 
motor omnibus, we must tighten up our 
schedules, and one way to do this is 
undoubtedly to abolish some of our car 
stops. 

On some systems the average dis- 
tance between stops is 160 yd., and on 
others the figure is as high as 400 yd. 
Speaking generally, for many years the 
tendency has been to increase the num- 
ber of stopping places. Tramways 
are continuously receiving requests for 
additional stops. These requests are, 
of course, always made in the public 
interest, so the petitioners say. I never 
remember receiving a request for the 
abolition of a stop. There are many 
requests received for the alteration of 
stops, but never for their abolition. 

Another point which deserves’ con- 
sideration is the very large number of 
“All Car” stops which are demanded. 
I do not refer to stops which are speci- 
fied-by the Ministry inspectors, but “All 
Car” stops which have been obtained 
by people who are personally inter- 
ested, and possibly against the advice 
of the tramways committee and the 
manager. 

Introduction year by year of addi- 
tional stops and additional compulsory 
stops must, to a certain extent, have 
affected our schedule speeds and in- 


*Abstract of a paper presented at the 
24th annual conference of the Municipal 
Tramways Association, held at Brighton, 
England, Sept. 9-11. 
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creased our running and maintenance 
costs. Half a dozen years ago, or less, 
it did not matter very much what our 
speed was, or how many stops we had, 
but, with the advent of the motor 
omnibus, conditions have somewhat 
changed, and it has now become neces- 
sary in every possible way to increase 
our schedule speeds. This can cer- 
tainly be done by the elimination of 
unnecessary stops. 

In Glasgow this question of increased 
speeds has come to the front only 
during the past six months, and it has 
been raised so’ely on account of the 
speed of the omnibuses running in com- 
petition with the cars. Six months ago 
the average distance between stops was 
184 yd. In rearranging the stops we 
endeavored to have not more than four 
stops for each fare stage, the average 
length of the fare stage being about 
1,200 yd. This, however, could not be 
rigidly adhered to, especially in the 
central areas. 

Altogether we were able to abolish 
about 600 stops, and the average dis- 
tance between stops is now about 240 
yd. instead of 184 yd. In some parts 
of the system the stopping places are, 
of course, much wider apart than 240 
yd., and in some parts much less. The 
greatest distance between stops in the 
outlying areas is over 700 yd. 

It is not possible to say exactly what 
effect the abolition of stops has had on 
the schedule speeds. There is no doubt, 
however, that this has been consider- 
able. On one route we increased the 
average speed by 14 miles per hour—1 
mile of this was an actual increase of 
speed and the remaining 4 mile was 
the result of having fewer stops. 

The present average speed is as fol- 
lows: 

From depot to depot............ 8.56 m.p.h, 
From terminus to terminus, includ- 

ing lie-over 8.86 m.p.h. 
From terminus to terminus, exclud- 

AIO ONETIMEI eels) se. ee eos 9.20 m.p.h. 
The alteration in speeds has meant 
practically an increase of 1 mile per 
hour and this increase of 1 mile per 
hour has been made possible partly by 
the abolition of 600 stopping places. 
One very striking result of this in- 
creased schedule speed has been to re- 
lease 70 cars from service. 

When the tramways committee and 
the corporation decided to reduce the 
number of stopping places the general 
manager was given full powers to 
carry out the work. It was felt that 
this was a change that would cause a 
considerable stir. No sooner was the 
alteration in the position of stops made 
than complaints began to pour into the 
office and into the press. Objection 
was taken to the removal of every 
single stop. Many appeals were made 
to members of the tramways committee 
both individually and collectively, but 
they turned a deaf ear to all com- 
plaints, and the storm of protest soon 
blew over. 

Such a drastic change could never 
have been made unless it had been for 
the purpose of meeting the competition 
of the motor omnibus. Much more has 
yet to be done in this direction, but we 
considered that the abolition of all un- 
necessary stopping places was the first 
and simplest step. 
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Central Meeting to Be at 
Indianapolis 


Y ORDER of the executive com- 

mittee the annual meeting of the 
Central Electric Railway Association 
will be held at Indianapolis, Ind., 
Thursday and Friday, Jan. 28 and 29, 
1926, instead of at French Lick as orig- 
inally planned. The Lincoln Hotel has 
been selected as the official hotel for 
holding the business sessions, commit- 
tee meetings, ete. All sessions will be 
held in the Travertine Room, Four- 
teenth floor. 

The annual dinner and dance will be 
given at the Indianapolis Athletic Club, 
which is a few blocks from the hotel, 
Thursday evening, Jan. 28. Dinner will 
be at 6:30. The dinner and dance will 
be informal. There will be a varied 
program of entertainment, and a 
speaker of national prominence. In- 
formal dancing will take place in the 
Athletic Club ballroom. 


European Association to Study 
Corrugation 


TUDY of causes and remedies for 

rail corrugation will be undertaken 
by a special sub-committee appointed 
by the committee on track standards of 
the Union Internationale de Tramways. 
The committee consists of Messrs. 
Thonet of Brussels, Bacqueyrisse of 
Paris, and’Lo Balbo of Saluzzo. A 
questionnaire on the subject has been 
sent to all members of the association, 
and a series of tests is to be conducted 
in the laboratory of the Paris Tramway 
System. These tests will be under the 
direction of Mr. Bacqueyrisse, with the 
collaboration of Messrs. Gagne and 
Clére of the engineering department of 
the Paris Tramway System. 


Automotive Engineers to Meet 
in Philadelphia 


OTOR coach operation, the stand- 
ardization and regulation of mo- 
tor coaches, and the handling of freight 
and store-door deliveries by motor truck 
are to be the principal topics for dis- 
cussion at a meeting of the Society of 
Automotive Engineers, to be held in 
Philadelphia on Nov. 13 and 14, at the 
Benjamin Franklin Hotel. A visit of 
attending members and their guests at 
the plant of the Philadelphia Rural 
Transit Company is planned in connec- 
tion with the meeting, and a banquet on 
the night of the 13th will be the chief 
social event. The meeting is to be open 
to non-members of the S.A.E. who are 
directly interested in the subjects to 
be discussed. 4 
R. B. Stoeckel, Connecticut commis- 
sioner of motor vehicles, is to present 
the subject of motor coach standard- 
jzation and the regulation of motor 
coach operation from the standpoint of 
state authorities. Features of motor 
coach design and construction that are 
deemed necessary to the successful 
operation of coaches by transportation 
companies will be described by H. F. 
Fritch of the Boston & Maine Railroad, 
which operates several highway trans- 
portation lines in New England. 
R. Harland Horton, president of the 


834 


Philadelphia Rural Transit Company, 
will tell of the operation of gasoline- 
electric coaches, and W. F. Evans, presi- 
dent of the Detroit Motor Bus Company, 
will speak on experiences in the opera- 
tion of six-wheel coaches. i 

Handling of freight by motor trucks 
in co-operation with the railroads and 
the closely associated subject of direct 
deliveries of freight from railroad ter- 
minals to consignees’ doors are to be 
dealt with in papers by Joseph Scott of 
Scott Brothers, Philadelphia; F. H. 
Kulp of the Kulp Transportation Lines, 
Buffalo, and a representative of a Cana- 
dian organization. 


American 
Association News 


Special Reports Available 
PECIAL reports of the Bureau of 


Information and Service of the 
American Railway Association have 
been prepared and are available to 
member companies upon request, as fol- 
lows: 

Bulletin No. 51. Motor Bus Franchises. 
This contains copies of a number of fran- 
chises for bus operation granted to electric 
railways and independent operators. There 
is an analytical index covering all sections. 
It also contains brief accounts of the cir- 
cumstances under which each franchise was 
granted. i 

Bulletin No. 52. Relief from Paving Bur- 
dens. An up-to-date review of the de- 
velopments in the movement to obtain 
relief from state and municipal require- 
ments to pave, repave or maintain the pave- 


Emergency Crews 
Always on the Job 


Cars Must Run 
Though Fires Burn 
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American cities having acute traffic condi- 
tions. It contains a comparison of the reg- 
ulations in the various cities covering park- 


ing regulations and_ restrictions, speed 
regulations, rules of the road, traffic sig- 
nals, regulation of pedestrian traffic, re- 


quirements for chauffeurs and drivers, taxi- 
cab regulations, etc. 


In addition to the above supplements 
tc the Wage Bulletin, Fare Bulletin and 
Cost of Living Studies (Bulletin No. 
55) have been prepared bringing them 
down to date. 


Heavy Traction Committee 
Complete 


EMBERSHIP in the committee on 

heavy electric traction of the 
Engineering Association is now com- 
plete. The personnel as announced by 
Executive Secretary J. W. Welsh fol- 
lows: 

H. F. Brown, assistant electrical engi- 
neer New York, New Haven & Hart- 
ford Railroad, New Haven, Conn., chair- 
man. 

A. H. Armstrong, Schenectady, N. Y. 

J. M. Bosenbury, Springfield, Ill. 

Morris Buck, New York, N. Y. 

H. W. Cope, East Pittsburgh, Pa. 

A. H. Daus, Chicago, Ill. 

J. C. Davidson, Bluefield, W. Va. 

J. H. Davis, Baltimore, Md. 


Neither Night, Wind nor 
Rain Stop Them 


UT of the. blackness of the 
night lightning flashes—a tree 
falls—a high power feed line (car- 
rying the juice to move your 
electric car) is broken. News of the 
damage is flashed to repair head- 
quarters and instantly—regardless 
of place, hour or weather—expert 
repairmen rush with tools to mend 
the break and get your car moving. 
Repairing these high-powered 
wires is a real man’s job even in 
good weather. Most of the. repairs 


f must be made in bad weather, for 
that’s when accidents to wires usu- 
ally happen. Working on a high 
pole during a rain, thunder or wind 
storm is a severeand dangerous task. 


We have men capable and willing 
to do this work for you, however, 
and they do it day or night when- 
ever they are called upon. ‘It is a 


part of our job of providing you 
with rides. The cars must run 
regularly for you, 


ment along electric railway tracks, with 
accounts of leading cases in which relief 
has been obtained, 

Bulletin No. 53. Wages of Bus Men. A 


new revised bulletin of bus operators’ wages 
showing present scale, effective date, and 
date of expiration, 
fective date, union affiliations of bus men, 
number of bus men employed and average 
weekly wages earned under the scale. 
Bulletin No, 5). Analysis of Traffic Ordi- 
nances, Part IJ. A detailed analysis of the 
traffic ordinances in twenty of the leading 


previous scale and ef-. 


Insert Company 


Specimens of New A.E.R.A. Posters 


Vol. 66, No. 19. 


J. V. B. Duer, Altoona, Pa. 

J. T. Hamilton, New York, N. Y. 

E. C. Johnson, Los Angeles, Cal. 

Norman Litchfield, New York, N. Y. 

J. O. Madison, New York, N. Y. 

M. W. Manz, Mansfield, Ohio. 

L. S. Wells, New York, N. Y. 

A. H. Woollen, Chicago, Ill. 

Charles Rufus Harte, New Haven, 
Conn., sponsor. 

Subjects assigned to this committee 
for study during the coming year were 
published in this paper for Oct. 24, 
page 752. 


New Advertising Series 
by A.E.R.A. 


NEW series of twelve institutional 
advertisements for newspaper use 
has just been prepared and is being 
distributed to the industry by the 
advertising section of the American 


Electric Railway Association. The ads 
occupy a space of 11 in. on two 
columns. They are designed chiefly to 


impress on car riders that there is 
more to the local transportation business 
than merely running cars around town. 
The text of the ads tells something 
about how the company personnel 
works in the power house, the dis- 
patcher’s office, in the shops, on the 
cars and out on the lines. Details are 
given of how motormen are trained, 
cars are cleaned, paving is kept in 
shape, extra car service is provided, 
service is maintained during fires, the 
tracks are cleared of snow and similar 
information not generally possessed by 
the average car rider. 

The ads are well illustrated with art 


Extra Power on Tap 
Day and Night 


EY PR FSS CS OY ET a, 


* done along broad lines which will show 


up readily in the news pages of papers. 
Mats are provided for all of the ads 
and the only thing that a local eompany 
will have to do to make the ads fit its 
situation is to insert the company 
name. The series is being sold at cost, 
$3 for the twelve mats. They may be 
obtained by writing the Advertising 
Section at association headquarters. 


| 
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Testing Train Line Jumpers 


QUIPMENT has been installed 
A at the Sullivan Square shop of the 
Boston Elevated Railway to facili- 
tate the testing of train line jumpers. 
‘The jumper to be tested is placed be- 
tween two sockets on a panel located 


Apparatus Used by the Boston Elevated 
Railway to Make Break-Down Tests 
on Train Line Jumpers 


along the wall of the shop. In a cage 
behind the board is a set of resist- 
ance grids. A Weston voltmeter and 
an incandescent lamp, colored green, 
complete the apparatus. For testing, 
the jumper, the resistance, the volt- 


meter and the lamp are all in series. 
Sufficient current is used so that if 


any considerable number of the 
strands of any conductor in the 
jumper are broken the remainder 


will be burned off. Extinction of the 
sgreen light indicates that this has 
occurred. If the light continues to 
burn it shows that the jumper is in 


satisfactory condition for service. 
Short circuits between the conductor 
in the jumper are detected by means 
of another lamp and a pair of lead 
wires. With these, the inspector 
makes tests between each wire and 
all of the others. Failures in service 
have been reduced from 44 to 18 in 
six months with this type of testing. 


Armature Work Improved by Hydraulic 
Press and Special Tools 


By ToLLA DUNN 
Armature Room Foreman Kansas City Railways, Kansas City, Mo. 


ANY uses have been found for 

the hydraulic press shown in 
the accompanying sketch in connec- 
tion with armature work in the shops 
of the Kansas City Railways. By 
the design of special tools and 
wrenches, this press helps materially 
in getting better workmanship and 
a more secure job when assembling 
armature parts. In addition to its 
use for changing shafts, tightening 
commutators, etc., the core nuts and 
all movable parts of the armature 
are pulled up tighter than can be 
done by hand on the floor. The work 
is easily handled by one man, whereas 
formerly two were required. 

The machine shown is of 60-ton 
capacity and is manufactured by the 
Charles F. Elmes Engine Works of 
Chicago. Although this size has 


been found ample to handle most of 
the work encountered, experience has 
shown that its utility would be even 
greater if a 100-ton capacity ma- 
chine were’ available. The press 
proper is mounted on a _ portable 
truck and is operated by means of a 
heavy-duty hand-pressure pump, In 
the Kansas City installation a bed- 
piece is provided to act as a runway 
for the pressure head carriage and 
the armature carriage shown in the 
illustration. The yoke is supported 
at the rear end of the bedpiece. This 
yoke is open at the top, so as to 
facilitate placing a piece of work in 
the machine from an overhead chain 
block or crane. The design is such 
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Placing the Armature Core Under Hydraulic Pressure While Core Nuts Are Being Pulled Up Insure a Tight Job with 
Little Labor in the Shops of the Kansas City Railways 
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pod Extra heavy pipe 
y- E 


Core Nut Wrench 


Special Wrenches Have Been Made Up for Tightening Core Nuts and Commutator Nuts in the Hydraulic Press 
as Shown in the Sketch on the Preceding Page 


that the strain bars can be moved 
laterally to accommodate work of 
varying widths, and at the same time 
adjustment for length can be made 
by means of pins and holes in these 
bars. 

All of the special tools used for 
armature work were made up in the 
railway shop. The sketch shows the 
tools in place for pulling the core 
clamping nut up tight, and a detail 
drawing shows the design of two 
of these wrenches, one used for the 
core nut and another for the com- 
mutator nut. 

Wrenches were made up to fit the 
various types of armatures in serv- 
ice on the property. As shown, a 
round collar that fits against the end 
_of the armature core is placed 
between the core and the tailstock of 
the press, so that the pressure can be 
applied directly to the core to hold 
it tight while the nut is being pulled 
up with the special wrench. This 
latter is made of a steel tube or pipe 
which slips over the end of the arma- 
ture shaft. Steel dowels in the end 
of the tube engage the core nut. 
A piece of pipe used as a handle in 
the end of the wrench enables the 
nut to be pulled up tightly while 50 
to 60 tons pressure is being applied 
to the core. This insures a com- 
pression of the laminations which 
would be impossible with ordinary 
wrenches and without the aid of the 
press and the special tools described. 


On some types of armatures where 
the core is keyed directly to the 
shaft, it is extremely important that 
the core nuts be pulled up very 
tightly to prevent development of a 
loose core. With the arrangement 
described it has been possible to 
keep the core from working loose 
even when the keyway has become 
worn. 


Tank Cleaning Process for 
Truck and Motor Parts 


By H. T. HurRLockK 


Engineer Rolling Stock and Shops 
Eastern Massachusetts Street Railway 


OTOR and truck parts are 

cleaned preparatory to general 
repairs in the Chelsea shops of the 
Eastern Massachusetts Street Rail- 
way, by immersion in a cleaning tank 
equipped with submerged gas 
burners. The burner is inclosed in 
a housing which vents to the at- 
mosphere, the housing itself being 
in direct contact with the cleansing 
fluid. This arrangement is shown 
in an accompanying drawing.  II- 
luminating gas is burned, the flame 
passing through the pipe. 

The tank is 8 ft. x 6 ft. and 6 ft. 
deep. It consists. of a sheet iron 
outer casing, a layer of asbestos in- 
sulation and a s-in. steel inner cas- 
ing. A double-hinged. insulated cover 
is provided. After the apparatus to 
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Burner Used for Heating 
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-Counterbore and weld 


be cleaned has been placed in the 
tank the cover is closed and radiation: 
reduced to a minimum. Railroad 
Oakite is used as the cleansing 
agent. 

This method of cleaning has not 
only been found more efficient and 
economical than the hand and burn- 
ing methods formerly used but it 
has had also a tendency to speed up 
shop preduction. The tank is used 
also for cleaning brush-holders, door 
parts and other miscellaneous equip- 
ment with considerable time saving. 
A set of motor frame heads that 
formerly required six hours for hand 
cleaning can now be cleaned in ap- 
proximately a half hour. 

Over a period of three months the 
cost of fuel for operating this tank 
has been about $2 per day of nine 
hours. Gas burners of this type 
were installed because the low pres- 
sure steam system which is used for 
heating the shops was found to be 
unsuitable for heating the cleansing 
fluid. Moreover, the heating sys- 
tem is shut down in summer. Some 
additional installation was _ there- 
fore necessary, and it was thought 
that gas would be cheaper than high 
pressure steam. 


New Equipment 


Available 


Peak Load Reducer 


LECTRIC heaters in cars may be 
cut off when the motors are over- 
loaded, as might be the case during 
acceleration before the car reaches 
normal speed, or when going up an 
incline with a heavy load, by means 


- of a device brought out by the Rail- 


way Utility Company, Chicago, IIl. 
The equipment consists of two mag- 
net coils to close contacts. The 
upper coil shown in the illustration 
is connected in series with the op- 
erating coil of the magnetic heater 
switch installed on the car. The 
lower one, connected in series with 


ELECTRIC RAILWAY JOURNAL 


837 


‘This Device Cuts Off the Heater Load When 
the Motors of the Car Are Receiving 
High Peaks of Current 


the motor, is a heavy coil of a few 


turns. These two coils have a com- 
mon magnetic core, but the windings 
are connected so as to induce mag- 
netic fields of opposite polarity. If 
a heavy current is applied to the 
motor, the heavy coil will neutralize 
the magnetism of the smaller one 
and cause an armature to drop back, 
thereby closing contacts which will 
eut off the heater current in the car, 
as long as these relay contacts are 
closed. These contacts are connected 
to the thermostat of the magnetic 
contactor which regulates the car 
temperature and performs the same 
duty as the thermostat would in 


ease the temperature reached a pre- 


determined point, at which the ther- 
mostat cuts off the heater load. As 
soon as the current in the motors is 
reduced sufficiently the magnetism 
from the smaller coil prevails and 
attracts the relay armature, drawing 


the contact away so that the heaters 
are controlled in the usual manner. 
The operation of this device does 
not interfere with that of the ther- 
mostat, but merely acts to cut off 
the heat of the car when the motors 
are carrying a heavy load. 


Battery for Motor Coach 


Service 


ITH the object of reducing 

battery maintenance cost as 
much as possible, the Electric Stor- 
age Battery Company, Philadelphia, 
Pa., has just brought out a new 
Exide battery designed particularly 
for motor coach service. A number 
of new features have been incor- 
porated in this battery as a result 
of the company’s experience in bus 
service. The sediment space has 
been ‘increased considerably, and 
there has also been provided in- 
creased space over the plates for 
the electrolyte. These improvements 
provide a battery that will perform 
in service for a long period without 
attention, the idea of the designers 
being to provide a battery that will 
not have to be opened for repairs and 
that will require water only at 
periods that can be scheduled with 
other maintenance repairs. 

A special arrangement for seal- 
ing the batteries is used to prevent 
the possibility of any electrolyte 
escaping through cracked sealing 
compound. A special post seal nut 
is another feature which allows the 
use of a ring of grease around the 
terminal posts. 
vents any corrosion of these parts. 
The jars and covers are made of a 
special compound that resists break- 
age and the plates are of extra 
thickness to provide longer life. 


Improved Exide Battery for Bus Service 


This effectively pre-_ 


Disconnecting Switch, Fuse 


and Choke Coil 


ECENTLY a combination discon- 
necting switch, fuse and choke 
coil has been brought out by the 
Westinghouse Electric & Manufactur- 
ing Company, East Pittsburgh, Pa. 
The use of the combined unit also 
reduces the number of insulators 
required and there is a saving in 
maintenance through reduction of in- 
sulator failures. 
Insulator assemblies, such as are 
standard for other Westinghouse 
apparatus, are used. Two combina- 


a 


Combination Disconnecting Switch, Fuse 
and Choke Coil 


tions are available, one with under- 
hung and the other with inclined 
insulators, both of which use the 
same assemblies for a given voltage 
rating. The insulators have sanded 
heads and pin holes which adhere 
firmly to the cement. All hardware 
is galvanized and is provided with 
cupped and ribbed holding surfaces 
from which the cement cannot slip. 
The cement used at both cap and pin 
is steam set, so that injurious 
stresses due to temperature changes 
will be avoided. 


Improvement in Shop 


Motors 


NCREASED experience in motor 

applications has led to improve- 
ments in design and manufacture of 
the direct and alternating current 
types of motors manufactured by the 
Reliance Electric & Engineering 
Company, Cleveland, Ohio. Ball 
bearings are used exclusively, and 
this ‘provides increased efficiency, 


‘better mounting, reduced length and 


weight and cleaner operation. Im- 
proper use of oil has been found to 
be responsible for a large number 
of motor troubles. This causes in- 
jury to the insulation and short cir- 
cuiting at the commutator bars. 

For conditions where dust and 
dirt are excessive, a dust-tight. type 
of construction has been adopted. A 
solid bracket is used for the back 
end and the front end has hand hole 
openings only. These are provided 
with covers. 
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Five-Cent Fare Suspended 
in College Park 


An order suspending the 5-cent trol- 
ley fare to College Park, Ga., and in- 
stituting a 7-cent fare effective Nov. 1 
was recently signed in the Fulton Su- 
perior Court by Judge George L. Bell. 
The new order grants a modification 
of the temporary injunction now in 
effect restraining the Georgia Railway 
& Power Company from discontinuing 
service to College Park and surrender- 
ing its franchise. It comes as a result 
of a tentative agreement reached by 
city officials of College Park and offi- 
cials of the company by which the per- 
petual 5-cent fare franchise was sus- 
pended but not abrogated. Under the 
new arrangement a 7-cent fare will be 
charged until a hearing is held on the 
injunction or until further orders are 
received from the court. In the mean- 
time, George P. Whitman, city attorney, 
of College Park, is studying the legal 
aspects of the matter and will submit a 
report as to the validity of the contract 
if it is suspended. 

Hearing on the injunction petition 
filed by the city of Decatur against the 
Georgia Railway & Power Company to 
prevent discontinuance of service on the 
North Decatur interurban line, set for 
Oct. 24, was postponed indefinitely upon 
agreement of counsel on both sides. 
A temporary injunction is now in force 
preventing the car company from dis- 
continuing service and surrendering its 
franchise. 


$10,000,000 for Eight 
Ten-Car Trains 


Express service in Brooklyn, upon 
which the Transit Commission has in- 
sisted as soon as the company’s car and 
power requirements could be met, was 
instituted by the Interborough Rapid 
Transit Company on Noy. 4. It will be 
operated for the present in morning and 
evening rush hours. Eighty cars will 
be required for the service. This means 
that there will be an addition of eight 
trains, of ten cars each. Told in an- 
other way, it means a very substantial 
increase in service to passengers who 
use the Eastern Parkway line. The 
commission investigated the Inter- 
borough’s car requirement problem soon 
after taking office, and as a result the 
company was directed and authorized to 
buy 350 new. cars. Despite its serious 
financial situation the company com- 
plied, and in June, 1922, placed the 
order for the first hundred of these 
cars, the second hundred being ordered 
in May, 1924, as soon as the city pro- 
vided adequate shop facilities for their 
handling. The remaining 150 were 
ordered a year ago and delivery is 
completed. 

Something of the financial difficulties 


involved may be understood when it is 
explained that the institution of this 
express service will cost the Inter- 
borough Company $3,000,000 in capital 
charges. The 80 cars required cost 
about $2,400,000, while power house, 
substation and other power charges 
have cost $600,000 more. In addition, 
the installation of this service will add 
materially to the operating overhead. 
The entire car order of the commission 
has required the company to spend in 
the neighborhood of $10,000,000. 


Taxis for P. R. T. 


Proposal Advanced Before by Mr. Mit- 
ten Formally Outlined—Sees Taxi 
in Its Infancy 


Thomas E. Mitten, chairman of the 
executive committee of the Philadel- 
phia Rapid Transit Company, Phila- 
delphia, Pa., on Nov. 4 submitted a 
proposal to the transit commission of 
the Council whereby the P. R. T. would 
purchase an outstanding taxicab com- 
pany and apply the added earnings 
through taxicab operation to the exten- 
sion of surface and bus-line facilities 
in. the Tacony - Holmesburg section. 
After the meeting it was said that the 
Yellow Cab Company is the concern 
with which the P. R. T. is negotiating. 

Beyond the immediate necessity of 
transit extensions in the northeast, Mr. 
Mitten pointed out, the city must con- 
sider the co-ordination of taxicabs with 
buses and trolley cars so that the nor- 
mal increase in P. R. T. earnings ulti- 
mately can be applied to the support 
of city-built subways. Mr. Mitten 
said: 

The city’s $200,000,000 high-speed-line 
program is the larger problem. The Broad 
Street subway at the outset will not earn 
operating expenses, engineers. say. If 
$5,000,000 gross is to be taken out of pres- 
ent earnings to support that line, it will 
mean a tremendous load on the taxpayers’ 
doorstep. 

The interest of the city lies in its exer- 
cise of its option over P. R. T. control. The 
company’s earnings are protected; the city, 
however, must protect its equity in the 


Mr. Mitten’s View of the 
Matter 


HE taxicab business is in its 

infancy. Given the same men 
and management now in opera- 
tion of the transportation system 
here, a service can be provided 
such as no other city has known. 
The earnings toward the support 
of the high-speed lines would be 
such as have never been dreamed 
of. Joint regulation, with city 
and company co-operating, would 
eliminate the major part of’ our 
traffic problems, cruising vehicles, 
panna and the Ener 
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it must seek to conserve the 
yearly earnings of 


Pe Resa 
P. R. TT. normal 
$2,000,000 additional. 

Ali the earnings go into the same pot, 
but if the competition by taxicabs for 
P. R. T. short-riders continues, that normal 
yearly increase will be wiped out. There 
will be nothing available for the support 
of city-built subways. 

As Mr. Mitten sees it, co-ordination 
of taxicabs with buses and trolleys, in- 
cluding operation of city-built subways, 
not only assures that all of the earn- 
ings from city passenger transporta- 
tion will go into the one pot from which 
the city’s subways can be best sup- 
ported, but under the 1907 agreement 
the whole of P. R. T. property—em- 
bracing taxicabs, buses and trolleys— 
will thus constitute a monopoly, not ~ 
for private interest, but a monopoly | 
almost entirely for the benefit of the | 
community served. Mr. Mitten pointed 
out that if the city will only make best 
use of the sinking fund now being pro- 
vided from P. R. T. earnings for that 
purpose, the city can in 1957, free of 
cost, secure control of taxicabs, buses 
and trolleys, which, with city-built sub- 
ways, will then give to the city itself 
a complete monopoly of all forms of 
city passenger transportation. 

It was intimated that in the event 
of the purchase of the taxis, present 
rates would be maintained at the out- 
set of taxicab operation. 


Chicago Delegation Back 
from Europe 


Constructive ideas for a revision of 
the Illinois utilities laws have been 
brought back from Europe by State 
Senator Richard J. Barr, chairman of a 
joint legislative committee which 
visited cities in England, France, Ger- 
many, Italy and Ireland to study trans- 
portation. He views with approval the 
policy of some of the cities visited to 
reduce the franchise fees of utilities, 
particularly electric railways. 

Senator Barr said long-term fran- 
chises were noticeably successful and 
that the municipalities did not seek to 
tax car riders by taking large parts of 
revenues of the operating companies. 

“They try to keep the fare down,” 
he commented, “and they keep a 
measure of control over the railways 
by an arrangement similar to the ter- 
minable permit plan which was brought 
before the legislature last spring. 

“The tendency in England regarding 
buses is to let the established transport 
lines operate them so that there can be 
a proper balance between the fat and 
the lean. The profit of one will pay for 
the losses of the other and in that way 
a wider territory can be served and the 
rider insured both bus and rail trans- 
portation.” 

The commission will hold publig 
hearings in Chicago beginning Nov. 
on the terminable permit plan. 
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mew agreement with the 


' Hamilton Grant Under 
Consideration 


The Ontario Board of Control and 
the Civic Street Railway Committee 
at Hamilton, Ont., held another private 
conference on Oct. 29 regarding the 
question of the city entering into a 
Hamilton 
Street Railway. It was stated that 
the city has engaged experts to verify 
the appraisal of $2,500,000 which the 
company places upon its system. The 
company has voluntarily offered to as- 
sist these experts to the fullest extent. 
In return for an agreement of 25 
years duration, the company promises 
to spend $1,000,000 on extensions and 
improvements during the next five 
years. It has promised to do its utmost 


_ to keep the fare at 5 cents. 


New Jersey Men Meet to Discuss 
Convention Experience 


Members of the staff of the Public 
Service Railway, Newark, N. J., who 
were delegates to the recent annual 
convention of the American Electric 
Railway Association at Atlantic City, 
held an experience meeting at Newark 


on the afternoon of Noy. 3. More than 


130 men were present. The meeting re- 
solved itself into an informal discussion 


of methods, practices and equipment. 


Observations made at the convention 
provided texts for the discussions. 

At the conclusion of the meeting 
M. R. Boylan, vice-president in charge 
of operation, announced a change in the 
divisional organization to be made the 
next day, explained the reason for it 
and what it was expected to accomplish. 
He urged every member of the organ- 
ization to co-operate with an assist the 
new managers and assistant managers. 
Details of this reorganization are pub- 
lished elsewhere in this issue. 


1.C.C. Rules on Abandonment 


On the application of the Southern 
Railway for authority to abandon its 
branch line extending from Morristown 
to Corryton, Tenn., a distance of about 
40 miles, the Interstate Commerce Com- 
mission has ordered the record held 
open for one year from Oct. 1 to per- 
mit better determination of earning 
power of the line proposed to be aban- 
doned. While the decision affects a 
steam carrier the case is regarded as 
being of wide interest because of) the 
points made in its determination. 

The commission held that the mere 
fact that a branch line of railroad does 
not yield a profit from operation should 
not, in every case, justify its abandon- 
ment. The. commission then said: 


On the other hand, there is no doubt a 
point at which lack of earning power will 
justify the abandonment of a portion of a 
system regardless of the prosperity of the 
system as a whole. 

The point at which abandonment shall 
be considered justifiable is a matter of 
sound judgment, and must be determined 
by the circumstances of each case.. In this 
case it appears that the line has been long 
in operation; that it serves a considerable 
territory and population that would be de- 
prived of railroad facilities by the pro- 
posed abandonment, and that the shippers 
would be subjected to considerable losses 
and the public deprived of at least a con- 
siderable portion of the commodities now 
shipped. 


At the end of the one-year period the 
application, unless withdrawn, will be 
assigned for further hearing, at which 
evidence will be received showing the 
results for the additional period. 


Duke Plan May Go Through 


The movement to extend the Pied- 
mont & Northern Railway from Char- 
lotte to Winston-Salem, N. C., will not 
be abandoned because of the death of 
James B. Duke, moving spirit in that 
railway. Former Governor Morrison, 
through whom the project was an- 
nounced some time ago, said on Oct. 
22 an effort will be made to secure the 
co-operation of Mr. Duke’s associates 
in the consummation of the projected 
enterprise. Beyond assuring that the 
movement. would not be abandoned 
Mr. Morrison could reveal no plans. 

The extension would carry the rail- 
road from Charlotte to Winston-Salem 
via Concord, Lexington and High Point. 
Mr. Morrison has been actively engaged 
in promoting the interest of business 
and industrial people of the cities and 


been developed. This will be made up 
of two trolley systems supplemented 
by trucks. The line will accept freight 
for all points on the two trolley systems 
from Buffalo to Erie and from Ashta- 
bula to Cleveland, as well as for all 
intermediate points between Erie and 
Ashtabula for prompt shipment. 


More One-Man Cars for St. Louis 


The United Railways, St. Louis, Mo., 
which has been experimenting with 
one-man cars on its Park and Comp- 
ton divisions for several months, plans 
to extend this service to other divisions 
in the very near future. 

The Sarah Street line will probably 
be the next to use one-man cars on 
Saturdays and Sundays. Some of the 
conductors on that division have been 
made acquainted with the operation of 
such cars. The policy of the company 
has been to avoid a reduction in the 
number of employees in extending the 
use of one-man cars. 

On its suburban divisions the com- 
pany has been using one-man cars for 
some time. These include the Brent- 


Telephotograph of Car Transmitted from San Francisco to New York 


communities along the proposed route 
and assurance of co-operation and sup- 
port have been given. These are ex- 
pected to aid materially in furthering 
the movement. : 


Jack the Ripper at Large 
in Baltimore 
The United Railways, Baltimore, has 


offered a reward of $500 for informa- 


tion leading to the arrest and convic- 
tion of the person guilty of cutting 
the clothing of women riding on the 
cars. In the last few weeks, according 
to reports given to the police, at least 
twenty women and girls have had their 
clothing slashed while riding on the 
cars. Six cases were reported on 
one day. 


Freight Line in Operation.—Follow- 
ing an agreement between the Buffalo 
& Erie Railway and the Cleveland, 
Painesville & Ashtabula Railroad, a 
new Buffalo-Cleveland freight line has 


wood, Jefferson Barracks, Midland and 
Florissant. The Marcus and Spalding, 
minor city lines, also use one-man cars 
exclusively. 


Blue and Gold Street Cars 
in San Francisco 


Telephotography was turned to its 
advantage a few days ago by the Mar- 
ket Street Railway, San Francisco. 
Cal., to transmit to New York a picture 
of one of the new blue and gold cars 
just put into operation by the railway. 
The photograph was telephoned from 
San Francisco through the American 
Telephone & Telegraph Company in 
the remarkable time of seven minutes 
and the Market Street Railway is the 
first street railway in the world so to 
use telephotography. In order to in- 
crease the visibility of the cars as well 
as to attract public attention to the 
fact that new cars were being put 
upon the line the colors of the State 
of California—blue and gold—were 
adopted. _ i 
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Pittsburgh Papers Play Up 
Prize 


Success of Railway in Winning Coffin 
Award Featured in News and 
Editorial Columns 


News of the award of the Coffin prize 
to the Pittsburgh Railways, Pittsburgh, 
Pa., was pounced upon eagerly by the 
local papers there. The story of the 
making of the award went out from 
Atlantic City through the usual news 
channels, but except in the sense that 
the local management at Pittsburgh co- 
operated heartily with the papers there 

-in answering questions, it made no 
effort to capitalize the matter journal- 
istically. There was no real need to do 
this. The company did, however, place 
a poster in its cars with a facsimile 
production of the medal at the top. It 
also wrote the award up in the Transit 
Guest, which is circulated through the 
medium of boxes on all the cars. A 
number of officials, including President 
Thompson, visited the Council cham- 
ber, where Mr. Thompson made a 
speech. Mr. Thompson also wrote a 
letter to the Chamber of Commerce 
mentioning the award and reverting to 
the fact that the co-operation of that 
body was one of the things that helped* 
to bring the award to the company. 
Syria Mosque was rented and a cele- 
bration was held by the railway’s em- 
ployees and their friends, city and 
county officials, and others. Approxi- 
mately 3,000 attended this meeting. An 
explanation of the Coffin award appears 
on the back of the program of this 
event distributed at the meeting. 

The company contemplates mailing 
out about 25,000 folding postcards 
which will contain replicas of the 
medal, the certificate and a summary of 
the things accomplished by the Pitts- 
burgh Railways for which the award 
was made. An illustration of the medal 
will also be shown on all stationery, 
forms, bills, as well as on all advertis- 
ing matter. The company has had six 
large plaques made showing both sides 
of the medal. One of these will be sent 
to American Electric Railway Associa- 
tion headquarters in New York and 
the others will be distributed as may 
be thought best. 

At the ceremonies in the Mosque, 
Thomas Fitzgerald, vice-president, in a 
short talk, explained that it was his 
belief the railway had no chance for 
this prize until some of the accomplish- 
ments had been itemized. It was then 
decided to enter the competition. He 
placed the order of the credit for the 
winning of the prize as follows: 

1. Employees of the Pittsburgh Rail- 
ways. 

2. Employees of the affiliated cor- 
porations. 

3. City employees. 

4. Car-riding public. 

5. Officers of the company. 

President Thompson spoke next. He 
outlined the various steps leading up to 
the accomplishments which resulted in 
the winning of the award. He reiter- 
ated the statements of Mr. Fitzgerald 
to the effect that it was a combination 
of good work and co-operation by em- 
ployees and officers of the company, 
city authorities and, last but not least, 
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THE CHARLES A. COFFIN 
MEDAL, awarded annually to the 
street railway having the most 
notable achievements to its 
credit, has just been given the 

PITTSBURGH RAILWAYS 


COMPANY. 


Let us take this opportunity 
of expressing our thanks to the 
residents of the PITTSBURGH 
DISTRICT whose generous co- 
operation has been responsible 
for this High Honor. 


(SEE SPECIAL ISSUE OF THE TRANSIT GUEST) 


PITTSBURGH RAILWAYS COMPANY 


Placard Displayed in Pittsburgh Cars 


the car-riding public that made it pos- 
sible to win the prize. 

C. A. Finley, Director of Public 
Works and chairman of the Traction 
Conference Board, in a short talk at- 
tributed much of the credit for winning 
to the railway and its employees. 

Burton L. Marsh, traffic engineer of 
the city of Pittsburgh, explained how 
the railway had co-operated with the 
Traffic Bureau of the city to do things. 

John D. Barr, president of the Em- 
ployees’ Association of the railway, 
accepted the $1,000 check to be given 
to the association and urged continued 
co-operation between the employees of 
the company and the management. 
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Pittsburgh Papers Displayed the News 
- Prominently 
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Included in the program were several , 


delightful musical numbers. The entire 
audience participated in the singing. 
A buffet luncheon and dancing followed. 

The editorial from the 
Press is typical of the newspaper senti- 
ments expressed. Except for the de- 


X 


Pittsburgh — 


scription of the prize included in that © 


paper’s remarks the editorial follows: 


Pittsburgh has annexed one champion- 
ship this week, whether or not it succeeds 
in annexing the world’s baseball champion- 
ship. 

The championship already awarded is 
that won by the Pittsburgh Railways, 
which was yesterday awarded the Charles 
A. Coffin (or General Electric Company) 

gold medal and prize of $1,000 for the most 
distinguished contribution to efficient public 
service made during the past year by any 
electric railway in the United States. 


The accomplishments which secured the 


prize for the Pittsburgh Railways were 
numerous and varied, including success in 
gaining public good will, operating econo- 
mies introduced, improvements in construc- 
tion, equipment and car service, success in 
financing extensions and betterments of 
service and success in establishing friendly 
relations between the company and its em- 
ployees. 

All of these things are things in which 
the. public, as well as the company and its 
employees, are vitally interested. They all 
are based on an evidently sincere desire to 
promote efficient and satisfactory public 
service. Whenever and wherever that spirit 
and motive actuate public utility corpora- 
tions, theré will be no serious differences 
between the corporations and the public. 
The people of Pittsburgh, which was not 
always favored in this manner, having se- 
cured a progressive street railway manage- 
ment, will hope to secure eventually at the 
hands of that management the best street 
railway service in the United States. 


Legislators Call Off Hearing - 
in Illinois 


Illinois legislators who took a jaunt 
to Europe to study transportation and 
franchise laws have called off their pro- 
posed hearings in Chicago until after 
the winter’s political campaigns and 
will spend much time going about the 
United States to find out what other 
states are doing for utilities. 

Several politicians came to Senator 
Richard J. Barr, the chairman of the 
visiting committee, and made sugges- 
tions regarding home rule that sounded 
like political fodder. When the com- 
mittee assembled for its first scheduled 
meeting on Nov. 2 he announced that 
an itinerary has been formulated call- 
ing for a trip to Wisconsin and Minne- 
sota starting on Nov. 10, New York, 
Massachusetts and New England in De- 
cember and Western states after the 
Christmas holidays. The tour will wind 
up in April after the elections. 

There will be no outright home-rule 
law in the committee’s recommenda- 
tions. Senator Barr’s associates an- 
nounced that no step would be taken 
beyond the terms of the Supreme 
Court’s position under the present laws 
that a city cannot control valuation and 
rates of fare. Mr. Barr said: 

Illinois will have a terminable permit law. 
Of that there is no doubt, but there will be 
a lot of argument about the control to be 
delegated to the cities and to the commis- 
sion. 

Lack of consolidation was called “a 
crying evil” in Chicago in Senator 
Barr’s comments on European trends. 

Buses will come in for study on the 
tour. Regulatory measures probably 
will be written into the proposed law, 
which will be presented in the Legis- 
lature in February, 1927. 
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Wants More Time for Brief 


The Philadelphia Rapid Transit Com- 
pany, Philadelphia, Pa., asked the Pub- 
lic Service Commission on Nov. 2 for 
an extension of time until Nov. 16 for 
the filing of its brief in the 74-cent 
fare case. The commission, upon the 
closing of testimony at the recent hear- 


ings in City Hall, ordered the company 


to file its brief not later than Oct. 30. 
The city and the United Business Men’s 
Association, other parties, in the fare 
case, were told to have briefs ready by 
Nov. 9. Argument in the case was set 
for Sept. 17. 

Counsel for the transit company im- 
mediately protested against the com- 
mission’s ruling. He pointed out that 
the transit company’s legal staff was 
preparing the final argument in the 
Conowingo case, also before the com- 
mission, and that the time allotted for 
preparing a brief in the fare case would 
not be sufficient for a comprehensive 
review of the testimony submitted. 


Kaw Valley Cuts Fare 


The Kansas City, Kaw Valley & 
Western Railway, operating between 
Kansas City and Lawrence, Kan., has 
received permission from the Kansas 
Public Service Commission to estab- 
lish a maximum rate of 75 cents for 
the longest round-trip on its line. 

W. R. Taylor, general manager of the 
road, said the move was to meet bus 
competition. The application asks that 
the company be allowed to put the rate 
in effect until Dec. 1. If the public 
takes advantage of the fare, Mr. Taylor 
said, it would be made a permanent 
rate. F 

The rate now between Lawrence and 
Kansas City is 75 cents one way. At 
points on the line where the rate now 
is in excess of one-half of 75 cents for 
one way, the rate for the round trip 
will be 75 cents. At points where the 
rate is less than one-half of 75 cents, 
the rate will be double the amount of 
the one way fare only. 

The present rate for one way trans- 
portation between the terminals of the 
line is 75 cents. It will not be changed. 


: Installation of New Fast Inter- 
urban Service Celebrated 


North and central Indiana witnessed 
on Oct. 26 something entirely new in 
Mid-Western electric railway service 
with the installation of a super-service 
fast express between Fort Wayne and 
Indianapolis over the lines of the In- 
diana Service Corporation and_ the 
Union Traction Company of Indiana. 

The first train operated from Indian- 
apolis to Fort Wayne carried a num- 
ber of state officials and men prominent 
in state political circles. Among those 
who attended a banquet arranged in 
their honor at the Country Club at Fort 
Wayne were former state governors 
James P. Goodrich and Winfield P. 
Durbin, Mayor Samuel L. Shank of 
Indianapolis; Andrew Jones, Mayor of 
Anderson, Ind.; Arthur M. Brady, presi- 
dent of the Indiana Union ‘Traction 
Company; Charles L. Henry, the 
“father of the interurban railway.” 


Robert M. Fuestel, president of the 
Indiana Service Corporation, and many 
local business and professional men as 
well as city officials escorted the 
visitors to the Country Club. Ex-Gov- 
ernors Goodrich and Durbin addressed 
the assembly. 


Drastic Order on Parking 
in Springfield, Mass. 


All-day parking has been prohibited 
in Springfield, Mass., following a con- 
ference held recently with Chairman 
James M. Gill of the Police Commis- 
sion, Judge Wallace R. Heady of the 
District Court and Chief Quilty present. 
The police have begun a drive against 
all-day and all-night parking. The de- 
cision to back up Chief Quilty in the 
parking crusade was reached at the 
meeting after an opinion had been re- 
ceived from City Solicitor Charles H. 


‘Beckwith assuring them of complete 


authority under a statute that was said 
to have been enacted by the Legislature 
as a special measure for the city of 
Springfield in 1911. 

The crusade will affect many thou- 
sands of automobile owners who have 
heretofore used unrestricted streets in 
the central part of the city for daily 
parking. George C. Gardner, chairman 
of the City Planning Board, said that 
the enforcement of the rules may make 
it unnecessary to widen some of the 
downtown cross-streets, about which 
there had been so much talk. 


New York Pays the Piper for Its 
Five-Cent Fare 


A 5-cent. fare represents a twelve- 
point increase in New York city’s tax 
rate this year because it does not yield 
revenue sufficient to pay interest and 
amortization charges on the city’s 
investment of $300,000,000 in rapid 
transit lines. This statement was made 
by Edward P. Doyle, legislative agent 
of the Real Estate Board of New York, 
who told the Board of Estimate on 
Oct. 28 that a fare increase was one 
of several ways it could pare down 
the tax rate. He cited other economies 
which he said would reduce the rate 
to 2.40 instead of 2.70. Mr. Doyle said: 


Why should-the rentpayers and taxpayers 
of the city pay for carrying transients and 
out-of-town commuters or any one else 
at less than the cost of transportation? 
Permit a fare sufficient to take this burden 
from the taxpayer and you would have a 
tax rate of 2.58. 


Public Hearings to Be Held by 
Baltimore Traffic Commission 


The Baltimore Traffic Survey Com- 
mission has decided to hold public hear- 
ings before adopting its report. The 
work now under way includes a study 
of the street car system with the view 
of rerouting some lines. All who want 
to be heard will be permitted to present 
their views at the public hearings, the 
dates of which will be announced fol- 
lowing the survey. 

The commission has declined to ap- 
point a representative of the Baltimore 
Chamber of Commerce as one of its 
members. The organization, like all 
others, however, will be permitted to 
place its views before the commission. 


Grand Rapids Car Exhibited 


in Detroit 

The cars exhibited by the Grand 
Rapids Railway, Grand Rapids, Mich., 
at Atlantic City were shipped back to 
the company on Oct. 15 and it was 
hoped to put them into service again in 
Grand Rapids on Nov. 1. The Birney 
car was, however, sent direct to Detroit 
as the officials of the Detroit Municipal 
Railway were anxious to exhibit it 
there. No announcement has been made 
of plans ahead for Detroit, but it is be- 
lieved the Detroit management has it in 
mind to change some of the Birney cars 
in local service there to approximate 
the Grand Rapids cars in appointment. 


Subway Plans for St. Louis 
Taking Shape 

When the reorganization committee 
of the United Railways, St. Louis, Mo., 
apples to the city for a new blanket 
franchise, probably within the next 
eight months, city officials plan to ask 
that the company enter into an agree- 
ment to rent any subways or elevated 
lines the city may construct. The 
basis will probably be a rental sufficient 
to pay interest on subway bonds and 
discharge*part of the capital obligation. 

Alderman Samuel L. Wimer, chair- 
man of the Aldermanic rapid transit 
committee, members of which returned 
on Oct. 26 from a seventeen-day tour 
of Eastern and Canadian cities, so 
stated. He announced that it is the 
plan of the city to co-ordinate all street 
car, Subway and elevated systems with 
a universal fare. It is probable that 
buses will come under the service. 

The city plan is to assess part of 
the cost of constructing subways and 
elevated lines against property that 
will benefit through such improvements. 
C. E. Smith, consulting engineer for 
the city, has estimated the railway 
would save 40 per cent in operating 
costs through a subway or elevated by 
a reduction in equipment, accidents and 
personnel. 


Transit Expert Permitted 
at Sessions 


Attorney-General Woodruff recently 
decided that Milo R. Maltbie, a New 
York transit expert, engaged by the 
Pennsylvania Public Service Commis- 
sion at the suggestion of Governor Pin- 
chot to investigate the fares of the 
Philadelphia Rapid Transit Company, 
may attend executive sessions of the 
commission to assist in the preparation 
of its decision in the case. The ques- 
tion had been raised by W. D. B. Ainey, 
chairman of the Public Service Commis- 
sion, as to whether it was proper for 
the expert’s presence at the executive 
meetings. The opinion was requested 
because of criticism directed at the com- 
mission some months ago, when it was 
said that Mr. Maltbie was present but 
that representatives of the transit com- 
pany were not. The. Attorney-General 
said it would be illegal to obtain addi- 
tional evidence from Mr. Maltbie at an 
executive session, but proper for him 
or any other employee of the commis- 
sion to be called in for advice on evi- 
dence adduced at the hearings. He 
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recited sections~ of the public’ service 
commission law which he considered 
pertinent in this case. 


News Notes 


Wages Under Consideration—Mem- 
bers of carmen’s union No. 318, the Illi- 
nois branch of the Tri-City Railway, 
Rock Island, IIl., will meet shortly to 
decide upon the question of reopening 
the wage scale agreements with the 
concern. The present scale of 58% cents 
an hour was agreed upon last spring 
with a clause permitting the contract 
to be reopened after Nov. 1 for the 
discussion of terms. 


Local People Will Lease Railway 
Line.—Residents in the southeast por- 
tion of Fort Dodge, Iowa, have 
launched an organization to operate 
certain local lines of the Fort Dodge, 
Des Moines & Southern Railway. Henry 
A. Schultz has been named president 
and H. E. Davidson secretary. The new 
organization will be known as the 
Fort Dodge Co-operative Transportation 
Company. The idea is to provide 
transportation for residents east of 
Twenty-second Street, which will not 
be served by the bus routes proposed to 
supplant the traction lines. The rail- 
way is said to be favorable to a leas- 
ing proposal and the new company 
plans to take advantage of that offer to 
protect its interests. The bus proposal 
to increase school children’s fares was 
also a factor in arriving at the decision 
to. make the railway a co-operative 
venture. 


Fare Hearing Postponed.—The hear- 
ing by the Georgia Public Service Com- 
mission on the application for authority 
to increase fares on the Stone Mountain 
car line of the Georgia Railway & 
Power Company, Atlanta, has been 
postponed from Nov. 10 to Nov. 12. 
The company seeks an increase from 
30 to 40 cents on this line, with per- 
mission to increase 20 per cent on com- 
mutation books containing 54 tickets 
to be used within 35 days from date of 
purchase, and the elimination of other 
commutation books on this line. 


Improvements in Sheboygan. — To 
relieve the growing traffic congestion in 
Sheboygan the City Council has agreed 
to the plans proposed by the Wisconsin 
Power & Light Company to substitute 
a single track system for the double 
tracks on North Eighth Street from 
New York Avenue to Erie Avenue. 
The introduction of bus service by the 
railway has met with popular approval 
since replacing the cars on the south 
and east side. 

Normal Service Again.—Cars of the 
Georgia Railway & Power Company, 
Atlanta, Ga., resumed their normal 
schedules after being on reduced serv- 
ice since August because of the 
drought. Resumption of full service on 
the city lines was made possible by 
heavy rains during the past several 
days and by the opening of one of the 
units of the Tugalo River development, 
which will furnish additional power to 
the company from now on. 
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Buses for Columbia 


Railway in Southern City Prepared to 
Suspend on Dec. 1—Fare 
Increase Likely 


Electric railway service in the city 
of Columbia, S. C., will be discontinued 
on Dec. 1 provided “another adequate 
means of transportation is ready to 
serve the public.” This is the plan of 
the Columbia Railway, Gas & Electric 
Company, announced in a letter sent to 
the Columbia City Council by R. L. 
Peterman, vice-president of the railway. 

The transportation problem has held 
the attention of the City Council for 
several months. Some time ago the di- 
rectors of the Chamber of Commerce 
appointed a committee to look into the 
transportation situation. This commit- 
tee requested the railway to abandon 
service within 30 days or enter into a 
contract to furnish adequate trans- 
portation. 

In a statement made before the City 
Council some months ago the railway 
said its expenditures were greater than 
its revenues; that its losses were from 
$8,000 to $10,000 a month, and that it 
was only a question of time when the 
service would have to be abandoned. 
Soon after this announcement was 
made, the Carolina Transit Company 
organized, with a capital of $100,000, to 
operate a system of buses in this city. 
The bus company, however, refused to 
enter into competition with the railway. 
The City Council announced it would 
not approve a permit to the bus com- 
pany until the street cars had actually 
ceased to operate. ; 

In response to the letter from the 
Chamber of Commerce, the railway 
has informed the City Council that it 
intends to suspend operations not later 
than Dec. 1. The City Council, how- 
ever, has instructed the city attorney to 
take whatever steps he deems necessary 
to compel the continuance of railway 
service. 

The railway, in a statement made to 
the City Council during the week ended 
Nov. 1 gave the following figures for the 
twelve months ended Sept. 30: 


1924 1925 
Revenuebe env corre: $211,420 $167,673 
Operating expenses and 
taxes’ |. Serene 347,295 269,584 
GOSS? Serer iaceste earns $135,875 $101,911 


The loss in 1925 as compared with 
that of 1924 was reduced, the company 
said, “through the most rigid economy 
and the discontinuance of some lines.” 
It said: 


Further improvements can come only by 


means of increased patronage or by fur-. 


ther curtailment of service. We have no 
assurance that the public will increase its 
patronage, but believe, from past records, 
that the use of the cars will decrease. Fur- 
ther curtailment of service will, of course; 
aid in decreasing the loss, but it will also 
decrease the transportation facilities. 


The bus company has ten buses each 
with a capacity of 29 passengers ready 
for service within a day’s notice and 


others available within a week’s time. 
It proposes to charge a 10-cent fare 


with universal transfers. The railway 
charges 7 cents with 3 cents additional 
for transfers. 


De Luxe Interurban Service by 
International Railway 


Hourly service with de luxe gasoline- 
electric passenger buses has_ been 
started between Buffalo and Niagara 
Falls, Ont., by the International Bus 
Corporation, a subsidiary of the Inter- 
national Railway, Buffalo. The new 
line is in direct competition with the 
Buffalo-Niagara Falls high-speed in- 
terurban of the railway, but it was 
started to link Buffalo with the 
Toronto-Niagara Falls, Ont., line of 
the Canadian National Railways. The 
fare is.$1.10 each way, as compared 
with 55 cents by the interurban. 

‘No certificate of consent has been 
obtained from the Public Service Com- 
mission of New York State or from 
the municipalities through which the 
new bus line operates. Herbert G. 
Tulley, president of the International 
Bus Corporation and the International 
Railway, says the route is operating 
under a recent decision which holds 
that when a bus line operates between 
two states or between two countries no 
such certificate is needed and no local 
franchises are required. The new line 
operates between Buffalo, N. Y., and 
Niagara Falls, Ont., Canada, via the 
International Railway upper steel arch 
bridge over the Niagara River at 
Niagara Falls. 

The buses leave Buffalo hourly from 
6:30 a.m. to 8:30 p.m. and from 
Niagara Falls, Ont., from 8 a.m. to 
10 p.m. 


Erie Complains of Bus Extension 


The Erie Railroad is prepared to 
fight the branching out of the New 
York Central into its territory with 
parallel bus lines. This was revealed 
when attorneys for the Erie system 
appeared at a recent hearing in Roch- 
ester, N. Y., to oppose granting the 
Rochester Interurban Bus Company 
franchises to operate lines between 
Livonia and Hornell. The interurban 
company is controlled by the New 
York State Railways, which in turn 
is controlled by the New York Central. 
Permission was sought by the Rochester 
Interurban Bus Company to operate 
lines between the village of Livonia and 
the city of Hornell; from Silver 
Lake, a Wyoming County summer re- 
sort, through Perry to Lakeville and 
from Lakeville to Long Point. 

Counsel for the Erie claimed that 
the Central through its subsidiary 
lines was gradually extending its serv- 
ice into territory now adequately served 
by competing steam and electric rail- 
roads. Attorneys for the petitioner 
called witnesses to show the need of the 
proposed bus service. 
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Park Buses Opposed by 
Boston Elevated 


Another effort is being made to se- 
cure authority for the operation of a 
bus line through the park system in 
Boston. David I. Walsh, former United 
States Senator from Massachusetts, has 
been engaged as counsel for the peti- 
tioner, Abraham S. Caplan, who oper- 
ates the Gray line in Boston. A cer- 
tificate of “public convenience and 
necessity” is sought from the Public 
Utilities Department. The necessary 
license from the city of Boston was 
obtained about a year and a half ago, 
but the proposition progressed no fur- 
ther at that time, because the Boston 
Park Department exercises exclusive 
jurisdiction over the park system and 
has ruled against admitting sightseeing 
buses. 

Mr. Caplan contends that his buses, 
seven in number at first, would not com- 


~- pete with the Boston Elevated Railway, 


but would merely take some of its pas- 
sengers and give them a sightseeing 
trip through scenery which the Ele- 
vated does not reach. H. Ware Barnum, 
the Boston Elevated counsel, maintains 
that it would be the worst form of 
competition. The Public Utilities De- 
partment has taken the case under 
advisement. 


All Kansas City Bus Routes 
Are in Service 


All routes of the bus system aux- 
iliary to the Kansas City Railways, 
Kansas City, Mo., were expected to be 
in operation _by Nov. 6. With the in- 
stallation of buses on the Linwood-Ben- 
ton Boulevards route and the Country 
Club district express line the program 
of bus service outlined several months 


- ago by the railways will be virtually 


_ lay in the delivery of the coaches. 


completed. 

Six double-deck buses will open the 
Linwood-Boulevard route and six par- 
lor cars will eventually be used on the 
express line. Both lines were to start 
on Wednesday, Nov. 4. No stops will 
be made on the express line between 
Westport Avenue and the Union Station, 
a distance of some sixteen blocks. The 
proposed fare is 25 cents. The line is 
expected to begin with only two buses, 
running on half-hour schedule for the 
remainder of the first week, due to de- 
Ad- 
ditional buses will be added to the gserv- 
ice on all lines as they may become 
necessary, it is said. 

On Sunday, Nov. 1, the seven buses 
on the Armour-Paseo line proved in- 
adequate to care for all prospective 
passengers. In fact, the line estab- 
lished a new passenger record for the 
day, 4,570 persons. The schedule on 
this line at its start was with fourteen- 
minute intervals. between buses. The 
service was so well received, however, 
that the interval was shortened to 
eleven minutes. The same ‘schedule 
will be used on the Linwood-Benton 
route at the outset, and the express 
coaches will be operated upon a four- 
teen-minute schedule as soon as the 
equipment is complete. 

Theater patrons are now beginning 


to ride the evening buses. This is at- 
tributed to the extremely difficult park- 
ing conditions in the downtown dis- 
tricts, a cause likewise responsible for 
much of the day-time patronage of the 
boulevard lines. 

With the installation of the double- 
deck buses it was found necessary to 
trim many trees along the street park- 
ways. This was not done, however, 
until after a careful survey by Lewis 
A. Walmsley, city forester, and W. H. 
Dunn, superintendent of parks. The 
park board expressed the view that 
trees may be trimmed along all of the 
routes to allow an 18-ft. clearance 
without possible damage to the trees. 

In some locations plans are under 
way for setting back the curb. This 
will obviate the necessity of trimming 
the trees. The city forester will do 
the trimming at the expense of the 
railway. 


Bus Bids to Be Sought 
in Westchester 


Representatives of six of the leading 
cities and towns in Westchester County, 
just north of New York City, have 
agreed to support a project to create 
a county-wide, system of bus lines op- 
erated by private companies but under 
a centralized control. Hugh M. Hew- 
son, Corporation Counsel of Mount 
Vernon, said: 

The first thing for us to do is to formu- 
late the routes of the county-wide system, 
then to obtain bids from as many satisfac- 
tory operators as possible, arrange inter- 
city and local fares, and, finally, to elim- 
inate obstacles to the plan by united sup- 
port of such routes against attacks by rival 
transportation lines before the Public Serv- 
ice Commission and in the courts. We 
also must fight the possible opposition of 
the plan by communities which, for political 
or other reasons, do not join us. 

The cost of the system, he said, would 
involve an investment by the operators 
estimated at about $5,000,000. Resolu- 
tions have been passed appointing a 
committee to draft a form of franchise 
and to send out invitations for bids. 

Among those anxious to operate 
buses in Westchester are the Third 
Avenue Railway, New York, and the 
New York, Westchester & Boston Rail- 
way, a high-speed third-rail line. Ap- 
parently the representative of the pub- 
lic in Westchester are fully cognizant 
of the magnitude of the problem pre- 
sented, for their spokesman said he 
doubted whether the initial franchise 
could be kept to a term less than ten 
years with a ten-year renewal privilege. 


Operator of Independent Buses 
for Buffalo Will Fight 


Plans are being made by Ernest M. 
Howe, Detroit, and Mayor Frank X. 
Schwab of Buffalo, N. Y., to conduct a 
strong fight before the Public Service 
Commission for approval of a fran- 
chise which will give Mr. Howe the 
right to operate a fleet of 102 gasoline- 
electric buses on thirteen routes cover- 
ing 71.5 miles in the city of Buffalo. 
The hearing will be held later in the 
month. Mr. Howe has retained as his 
counsel, W. R. Wilcox, former chair- 
man of the Public Service Commission 
for the First District and former 


manager of the Charles Evans Hughes 
campaign for the Presidency. 

The Buffalo Business Federation, an 
organization made up of representa- 
tives of various business associations 
of the city, through William A. Eckert, 
its president, has issued a statement 
saying the 5-cent buses of the company 
cannot be successfully operated in 
Buffalo. The statement says no buses 
are being operated anywhere in the 
United States at a 5-cent fare and that 
Toronto is the only city in North 
America where gas-electric buses are 
successfully operated in short-hau! 
transportation. 

Mr. Howe has informed the munici- 
pal authorities he is willing to post a 
bond of $150,000 to guarantee fulfill- 
ment of the contract if the state 
utilities board grants the necessary 
certificate of necessity. The company 
will be capitalized at $1,500,000. That 
sum is now being underwritten by New 
York bankers. He also informed the 
City Council that he is planning to es- 
tablish 5-cent bus systems with gas- 
electric vehicles in other cities. Several 
of the new Howe buses are in Buffalo 
for demonstration purposes. 


Buses Will Replace Cars. — The 
Springfield’ Street Railway, Springfield, 
Mass., purposes to substitute buses for 
railway cars on its Palmer and West- 
field systems and is filing applications 
for permits with the local authorities in 
the towns vaffected. For the Palmer 
district the change looks to bus service 
connecting the main village of Palmer 
with Monson, Thorndike, Bondsville, 
Three Rivers and Ware. For the West- 
field district it means the substitution 
of buses for trolleys on all the lines, in- 
cluding that leading to Huntington. 
Some buses already are in use in West- 
field. The proposed change will not 
affect the interurban service in force 
between Springfield and Worcester, by 
way of Palmer, or the interurban serv- 
ice between Springfield and Westfield. 


Buses Supply Need.—Railway service 
between the cities of Oil City and 
Franklin, Pa., has been curtailed by the 
Citizens’ Traction Company owing to 
the light patronage on the line since 
the closing of Monarch Park. Cars are 
being operated on a schedule which will 
take care of the workmen and school 
children along the route. Residents of 
Victory and vicinity have bus service 
to Franklin on the recently completed 
highway and besides the majority of 
through passengers between Oil City 
and Franklin take advantage of the 
more direct route on the Oil City, Reno 
and Franklin bus line of the Citizens’ 
Transit Company, the railway’s sub- 
sidiary. 

Line Purchased.—_The New Haven & 
Shore Line Railway, New Haven, Conn., 
on Oct. 25 purchased the Saybrook 
Valley Bus Line for $22,000. The bus 
line has been operated by John Behan 
for ten years. He will retain the 
waiting room at Middletown, Conn., 
and will rent it to the new owners. The 
sale includes a franchise which runs 
indefinitely, and rolling stock consist- 
ing of six buses. The territory covered 
includes all that part of Middlesex 
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County between Middletown and Say- 
brook, with a subsidiary line running 
from Moodus and connecting with the 
Valley Line at East Haddan. The Val- 
ley Line will connect at Saybrook with 
the buses now running from 
Haven to New London, Conn. 


Bus Fares Suggested.—The Illinois 
Power & Light Corporation has sub- 
mitted a schedule of bus fares for its 
carriers in Galesburg, Ill., fixing a 10- 
cent cash fare or three tickets for a 
quarter. Children’s fares will be 5 cents, 
with children under six carried free if 
accompanied by an adult. 


Permit Sought.— The Union Street 
Railway, New Bedford, Mass., is seek- 
ing authority to operate a bus line be- 
tween Fall River and New Bedford. 


Permits for Operation by Gary Rail- 
‘ways.—Certificates have been granted 
by the Indiana Public Service Commis- 
sion to the Gary Railways, Gary, Ind., 
for four intercity bus routes in north- 
western Indiana, including one termi- 
nating in Hammond, where the Calumet 
Motor Coach Company claims exclusive 
motor carrier privileges under a con- 
tract with the city. The permit for 
the Hammond-Valparaiso route sets 
forth the commission’s view that it is 
not circumscribed in its jurisdiction 
over intercity motor carriers by any 
local contract such as exists at Ham- 
mond. The order specifies, however, 
that no intra-city passengers shall be 
accepted by the Gary Company’s buses 
in Hammond wherever the routes are 
in competition with those of the Calu- 
met Company. In addition to the route 
from Hammond to Valparaiso, the com- 
pany received two routes from Gary 
to Valparaiso and one from Gary to 
Hobart. 


Substitutes Buses for Railway Sery- 
ice.—Under a decree handed down by 
the Public Utilities Commission of 
Connecticut on Oct. 31 the Connecticut 
Company will abandon 384 miles of 
street railway lines in Windham and 
New London counties and will substi- 
tute buses which will serve the towns 
of Tafts, Grocendale, Norwich, Thomp- 
son, Putnam, Killingly, Plainfield, Gris- 
wold and Preston. This plan was 
favored by all representatives of the 
area covered. 

Promises Bus Service.— The Erie 
Railways, Erie, Pa., is prepared to 
operate a bus line from the West Lake 
Road over the new State Highway lead- 
ing to the Erie Peninsula when there is 
necessity for such travel. This state- 
ment was made recently by A. R. 
Myers, president of the traction com- 
pany and also of the Erie Coach Com- 
pany at a hearing on the application of 
C. A. Pettinato, who is seeking permis- 
sion to operate a bus line connecting: 
with the trolley in the West Lake Road 
to the park territory. The petitioner 
stated that at present there was no 
conveyance offered for the people who 
wanted to visit the park. Mr. Myers 
said that at present the operation of a 
bus line would be a gamble as far as 
profits were concerned, but that he was 
ready to operate the line as soon as 
members of the Park and Harbor Com- 
missions decided that some form of 
- transportation was essential for pedes- 
trians who desired to visit the park. 
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Railway Travel Diverted 


Third Avenue Report for Year Ended 
June 30 Shows Deficit—Bus 
Plans Explained 


For the fiscal year ended June 30, 
1925, the operating revenue of the 
Third Avenue Railway, New York, 
N. Y., showed a decrease of $106,756 
compared with the fiscal year ended 
June 30, 1924, while the operating ex- 
pense showed a decrease of $6,628 over 
the previous year. Although it was 
possib'e to decrease the operating ex- 
penses, this decrease was not so great 
as the decrease in receipts, with the 


CONSOLIDATED STATEMENT OF INCOME 
THIRD AVENUE RAILWAY AND 
CONTROLLED COMPANIES 


Years Ended June 30, 1925 and 1924 


Operating Revenue: 1925 1924 
‘Transportationy. +... d000<s $14,111,026 $14,232,952 
Advertising=nnies tvs s.. 150,000 150,000 
Rent of tracks and terminals 25,668 25,649 
Rent of buildings and other 

Property =: sciew ines. 6 189,147 175,577 
Rent of equipment........ 50,980 52,610 
Sale of power............+ 15,686 12,474 


Total operating revenue. . 
Operating expenses: 
Maintenance of way and 


$14,542,509 $14,649,265 


structures.............. $2,408,682 $1,829 554 
Maintenance of equipment. 1,770,359 1,523,495 
Depreciation accruals.... .. *650,936 206,142 
Power supply. saprinetes «<3 981,156 1,090,857 
Operation of cars.......... 4,985,676 4,959,323 
Injuries to persons and prop- 

erty—expended......... 1,056,056 1,165,882 
Injuries to persons and prop- 

erty—reserved.......+.. *2,096 *202,630 
General and miscellaneous 

@XPenNes! sweeten ane 617,952 600,855 

Total operating expenses. $11,166,851 $11,173,479 
Net operating revenue. $3,375,657 $3,475,785 

BXCS. Com riser tenets 1,044,377 . 988,048 
Operating income...... $2,331,279 $2,487,737 
Interest revenue........... 252,532 : 
'Grossimcome sue ies « $2,583,811 $2,764,340 

Deductions from gross income: 

Interest on first mortgage 
ONAS SS ie mrakoeeteyate aia) fais $541,607 $548,080 
Interest on first refunding 

mortgage bonds......... 879,620 879,620 
Interest on adjustment 

mortgage bonds......... 1,126,800 1,126,800 
Track and terminal privileges 18,418 14,231 
Miscellaneous rent deductions 8,293 8,248 
Amortization of debt dis- 

count and expense....... 22,451 21,870 
Amortization of limited 

franchises qari ssceeies 8,581 9,355 
Sinking fund accruals...... 33,480 33,480 
Miscellaneous............. 46,697 47,392 

Total deductions........ $2,685,950 $2,689,078 
Netsincomesn.rismitisaie aii *$102,138 $75,261 


* Deficit. 


result that the decrease in net revenue 
was approximately $100,000. 

S. W. Huff, president of the company, 
in his annual report to the stockholders, 
said it was difficult to determine all the 
causes for a decrease in receipts and 
the extent to which these causes indi- 
vidually were responsible for this de- 
crease. There had been generally, he 
said, a- decrease in street railway re- 
ceipts throughout the country. There 
seemed to be no question but that a sub- 
stantial amount of travel that formerly 
utilized the car lines had been diverted 
to taxicabs and other forms of rubber- 
tired vehicles. With a tendency to de- 
creased receipts a reduction in operat- 


ing expenses became imperative, so 


that the problem was one of adequate 


service with reduced expenses. 

The report states that for a number 
of years very little has been expended 
by the company on improvement or 
modernization of car equipment, al- 
though funds had been set up in the 
depreciation and contingency account 
for that purpose. During the past year 
the company was able to purchase 50 
steel car bodies which were installed 
upon comparatively new trucks. The 
company also purchased at a low figure 
128 used car bodies and trucks and 
equipped them with motors and other 
apparatus that were on hand. The re- 
sult of the purchase was to increase 
greatly the average car seating capac- 
ity of the system and to make it pos- 
sible to furnish better service in seat- 
ing capacity with less mileage. 
improvements in car equipment cost 
about $1,000,000. This accounts for 
part of the decrease in cash in the 
depreciation and contingency account 
and in current assets. 

During the year ended June 30, 1925, 
it was necessary for the company to 
make abnormal expenditures on account 
of the settlement of claims for paving 
charges which had been in litigation for 
years and which were finally decided 
against the companies. The total pay- 
ment on account of these delayed or 
deferred paving charges was in round 
numbers about $700,000. 

The desire on the part of some of 
the public for bus operation has made 
it possible for the company to abandon 
some of the trackage that for years had 
been unprofitable and that had no pros- 
pect of future profit. About 10 miles 
of outlying track in the city of Yonkers 
was abandoned in this way. Under 
authority from the Mayor, the Third 
Avenue is operating buses over the 


same streets at a 10-cent fare with ~ 


transfers to the connecting trolley cars. 


This operation is temporary pending — 


the granting of franchises in Yonkers. 

Mr. Huff explained how the company 
stood on the subject of future bus ex- 
tensions. He said it was the experience 
of street railways generally to meet 
the demand in the territory for: bus 
transportation rather than allow it to 
be furnished independent of the car 
lines, and that it was economical to fur- 
nish this transportation from the first 
rather than wait until it had been estab- 
lished by others. He said the directors 
were making every reasonable effort to 
secure the right to furnish bus trans- 
portation and would make every effort 
to prevent competition with them. 

He said that the 5 per cent interest 
on the adjustment income bonds was 
not entirely earned during the fiscal 
year.. This fact, together with the 
necessity for heavy drafts upon the 
cash assets of the system and threat- 
ened bus competition, made it necessary 
for the protection of the property to 
pay only 2% per cent interest for the 
past. year. 
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Final Cincinnati Details 
Completed 


The Cincinnati Traction Company, 


<r s Xt 


Cincinnati, Ohio, passed out of exist- 
ence as an operating electric railway 
on Nov. 1. The property reverted back 
to its original owner, the Cincinnati 


Street Railway, after being operated 


for 24 years under lease by the Cin- 
cinnati Traction and the Ohio Traction 
Companies. 

Walter A. Draper, for the last ten 
years vice-president of the Cincinnati 
Traction Company, is the president of 
the Cincinnati Railway. Mr. Draper 
has moved his office to the headquarters 
of the Traction Building pending the 
arrangement of the general offices of 
the railway, which will be in the Dixie 
Terminal Building. ; 

Robert A. Taft, attorney for the Cin- 
cinnati Street Railway, has presented 
the deed for conveying the street rail- 

_ way properties to the Cincinnati Street 
Railway for record by the Hamilton 
County Recorder. The Ohio Traction 
Company also executed an assignment 
of the lease held by it for the opera- 
tion of the Cincinnati & Hamilton Trac- 
tion Company. 

| he Cincinnati Street Railway gave a 
deed to the Ohio Traction Company for 
lots 4, 5 and 6 in the Dodsworth prop- 
erty, known as Chester Park, which 
also includes land occupied by the Cin- 
cinnati Car Company in Winton Place. 

The first mortgage given by the Ohio 
Traction Company in March, 1911, to 
the Fidelity Trust Company to secure 
a loan of $2,500,000 and a second mort- 
gage made to the Union Trust Com- 
pany to secure $4,400,000 of bonds exe- 
cuted in July, 1923, have been canceled. 

The Cincinnati Street Railway has 
authorized a loan of $8,000,000, of which 
amount $4,500,000 will be issued imme- 
diately. Of this amount $400,000 will 
be placed in the fare control fund, $300,- 
000 will be placed in the working capi- 
tal fund, as provided in the new ordi- 
nance; $250,000 for betterment at once 
and $3,600,000 to the discharge of out- 
standing bonds under the mortgages 
canceled. Reference is made elsewhere 
in this issue to these and other matters 
in connection with this change. 


North Tonawanda Line 
Abandoned 


Service has been discontinued on the 
old Buffalo-Niagara Falls interurban 
line of the International Railway, 
Buffalo, in North Tonawanda. The 
line from North Tonawanda to Niagara 
Falls was abandoned after the open- 
_ing of the new high-speed route some 
years ago. Tracks are being removed 
from Broad and Oliver Streets through 
North Tonawanda. The line now op- 
erates only from Buffalo to Tonawanda 
through Military Road. s 

Following the abandonment of this 
part of the interurban system, the Pub- 
lic Service Commission requested Fred 
Carpenter of the Carpenter Rapid 
Transit Company, North Tonawanda, 
which now operates buses in Tona- 
wanda and North Tonawanda, to file an 
amended certificate giving his company 
permission to operate buses in Oliver 
Street. The buses already have re- 


placed the International cars on the 
Gratwick division through North Tona- 
wanda. Additional bus service will be 
given by the Carpenter Rapid Transit 
Company in North Tonawanda, so that 
the entire city is now served with 
buses rather than cars of the Interna- 
tional Railway. 


September Passenger Traffic 
Shows Increase 


There was again a slight increase in 
passenger traffic carried on electric 
railways during the month of Septem- 
ber, 1925, compared with September, 
1924. The total number of revenue 
passengers, including bus passengers, 
reported by 213 companies to the 
American Electric Railway Association 
for the two months was as follows: 
MEDUOMIDEr OAD Ueisisc cscs. se eae 750,235,890 


MODOC TOA aeirele neice esc ovis 746,385,566 
Per cent increase 0.52 


Cincinnati, Milford & Blanchester 
Road Sold 


Sale of the Cincinnati, Milford & 
Blanchester Traction Company to a 
syndicate composed of interests prin- 
cipally identified with the Cincinnati, 
Georgetown & Portsmouth Railway, 
Cincinnati, Ohio, was announced on 
Oct. 28. 
other consolidation with the Cincinnati, 
Georgetown & Portsmouth Railway. 

The new owners plan to segregate 
the power and light business from the 
railway and organize a new corpora- 
tion to be known as the Cincinnati 
Suburban Power Company, to take 
over the power and-light service. 

The syndicate is made up of L. G. 
Van Ness, president of the Cincinnati, 
Georgetown & Portsmouth Railway; 
Charles T. Dehore, secretary of the 
same company, whose home is in 
Toledo, and L. E. Eastman, also of 
that city. While the organization of 
the companies has not been completed, 
Mr. Van Ness probably will serve as 
president of both companies. 

The traction line will continue to be 
operated as the Cincinnati, Milford & 
Blanchester. It extends from Madison- 
ville to Blanchester through Milford. 
The new owners plan to develop the 
the power and light business exten- 
sively and have bought the properties 
with this expansion in view. - 

The Cincinnati, Milford & Blan- 
chester, popularly known as the Kroger 
line, was built by B. H. Kroger and 
associates and has been operated by 
them ever since. I: W. Pettingill is 
president of the company. The sale 


marks the retirement of Mr. Kroger. 


from the interurban field. 


Accident Judgment Claims 
Being Paid 


The United Railways, St. Louis, Mo., 
on Oct. 22 commenced paying off old 
judgments against the system on per- 
sonal injury claims occurring prior to 
April 12, 1919, on the basis of 662 per 
cent. This figure was agreed upon 
following a series of conferences be- 
tween attorneys for judgment creditors 
and Stanley Clarke, counsel for the 
reorganization committee. 


There will be no merger or - 


About 150 claims totaling $275,000 
will be settled under this agreement. 
Several attorneys representing other 
judgment creditors have refused to ac- 
cept the basis of settlement and are 
holding out for better terms. 

Charles B. Hardin, chief claim agent 
for the railway, and two assistants have 
temporary quarters in the file room of 
the St. Louis Circuit Court, where the 
records of suits are kept. 

This is another step in the reor- 
ganization plans of the company. In- 
cidentally, it might be mentioned that 
a meeting of members of the committee 
was held in New York on Oct. 20. It 
was a routine meeting, pending action 
by the court on the status of some of 
the mortgage claims. 


Preferred Stock Offered.—Stone & 
Webster are offering at $102.50 a share 
$5,000,000 of the 7 per cent cumulative 
preferred stock of the Virginia Electric 
& Power Company, formerly the Vir- 
ginia Railway & Power Company of 
Richmond, Va. The yield on this stock 
is more than 6.80 per cent. It is 
iz issued in exchange for outstanding 
preferred stock under a merger agree- 


ment and does not represent new 
financing. 


Financial Condition Unsatisfactory. 
—The Rockford & Interurban Railway, 
Rockford, Ill., defaulted on its bond in- 
terest due Oct. 1. The finances of the 
interurban lines are in the hands of a 
bondholders’ committee with head- 
headquarters in Milwaukee, whose 
action was responsible for the non-pay- 
ment of interest due. One alternative 
is to put the line through bankruptcy 
proceedings—neither expected or con- 
templated, however—and the other is 
the securing of additional grace to place 
the finances of the road on such a basis 
that its obligations.can be met. - Under 
an agreement reached two years ago 
bonds then due were extended for a 
period of ten years at which time this 
same bondholders’ committee assumed 
jurisdiction of the financial end of the 
business. 

Receipts Lower.—For the year ended 
Dec. 31, 1924, the electric railway 
receipts of the New Brunswick Power 
Company in St. John, N. B., were 
$407,495, compared with $417,928 for a 
similar period the year previous. 


Railway Service Abandoned. — Rail- 
way service in Sterling and Dixon 
and on the Sterling, Dixon & East- 
ern Electric company line between 
the two cities has ceased. The line 
is 13 miles long. It has shown 
an operating: loss of between $25,000 
and $30,000 a year for the past three 
years. The fact that the Lincoln High- 
way parallels the line for practically 
the entire length with its consequent 
private automobile business has made 
railway operation unprofitable. The 
company’s petition for abandonment 
has been referred to previously in the 
ELECTRIC RAILWAY JOURNAL. 

Bonds Paid Off.—The $1,000,000 7 
per cent general bonds of the Scranton 
Railway, Scranton, Pa., were paid off 
at maturity. The maturity date was ° 
Nov. 1, 1925. 

New Director Named.— Virgil L. 
Highland of Clarksburg was recently 


si 


elected a member of the board of direc- 
tors of the Monongahela West Penn 
Public Service Company, Fairmont, 
W. Va., to fill the vacancy caused by 


the death last summer of Sherman C. 


~Denham. 
Four-Mile Line Abandoned. — The 
Massachusetts Northeastern Street 


Railway discontinued trolley service on 
the Parker River Line Oct. 31 because 
of poor patronage. The line operated 
between Market Square in Newbury- 
port, Mass., and Parker River in New- 
bury. The line was used chiefly to 
transport school children between New- 
bury and Newburyport. The town of 
Newbury is making arrangements to 
transport the children in buses. The 
line was 4 miles long. 


Asks Permission to Abandon Service. 
—Permission to discontinue traction 
service between Cambridge City and 
Milton, Ind., is asked in a petition filed 
with the Indiana Public Service Com- 
mission by the Terre Haute, Indian- 
apolis & Eastern Traction Company. 
In its petition the interurban company 
declares that buses and private auto- 
mobiles as a means of transportation 
are used so generally between the two 
towns that the branch line does not pay 
operating expenses. 


September Operations Ended in 
Deficit. Operating deficit of the Des 
Moines City Railway, Des Moines, Ia., 
was $9,180 during September. The 
total deficit is now $73,038. The 10- 
cent fare, effective Oct. 1, is expected 
to stop the growing deficit, but officials 
say a court decision permitting opera- 
tion of one-man cars is their principal 
hope. The September passenger number 
was 2,038,572 with a revenue of $181,244 
against operating expense, taxes and 
bond interest of $190,424. 


Ordinance Provides for Purchase.— 
Commissioner Hall, of the department 
of public utilities, has introduced an 
ordinance in the Commission Council 
of New Orleans, La., providing for the 
purchase by the New Orleans Public 
Service, Inc., of the Citizens Light & 
Power Company and the Consumers 
Light & Power Company, recently 
authorized by the Council to effect the 
proposed merger. The New Orleans 
Public Service, Inc., will assume all the 
outstanding obligations of the two com- 
panies, in addition to paying for them 
in the form of preferred stock of the 
New Orleans Public Service, Ine. 
Thirty-six thousand shares of this 
stock are named in the ordinance. 
This will add approximately $5,455,- 
000 to the present rate base of the 
New Orleans Public Service, Inc., 
upon which a rate of return of 74 
will be allowed. The rate base of the 
company at the present time, exclusive 
of this new addition, is $61,715,512. 


Change in Control of Connecticut 
Utility —The Bristol & Plainville Elec- 
tric Company, operating the trolley sys- 
tem, electric and gas utilities of the 
city of Bristol and the towns of Plain- 
ville and Terryville, Conn., will be soid 
to the Connecticut Light & Power Com- 
pany, at a price to yield $3,000,000. 
Directors of the company recently 
recommended that the stockholders sell 
their holdings at $287.50 a share. 
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FEDERAL DistRIcT Court — State Can 
Regulate Contracts of Public Util- 
ities with Consumers. 

The United Railroads of San Fran- 
cisco made a contract with a power 
company controlled by it to supply it 
with power for 44 years at a certain 
rate, but in 1920, this power company 
leased its property to another power 
company, whose rates, as regards the 
railway company, were increased by the 
State Railroad Commission. The rail- 
way company brought suit complaining 
(1) that its contract could not be affected 
by a later statute giving power over 
rates to the railroad commission, (2) 
that the order was not made for the 
public benefit but to increase the 
dividends of the power company, (3) 
that the public utility act was uncon- 
stitutional, because it failed to provide 
for a judicial review of the facts in 
evidence before the commission, and 
(4). because the property of the power 
company had not been dedicated to 
public use prior to the execution of the 
contract, so that this contract was not 
subject to public regulation. All these 
points were overruled by the Federal 
District Court. [Market Street Rail- 
way vs. Pacific Gas & Electric Co. et al., 
6 Federal (Second) Rep., 633.] 


MINNESOTA — Liability for Injury to 
Alighting Passenger 

Where a passenger leaves a car at 
a regular stopping point and is struck 
by an automobile, the company is not 
responsible, even if the passenger is not 
entirely off the steps. [Ruddy et al. vs. 
Ingebret et al., 204 Northwest. Rep., 
630.] ; 


MissourI—Rights at Crossing. Absence 
of Headlights. 

A pedestrian crossing street railway 
tracks along the continuation of a side- 
walk is not a trespasser but has equal 
rights with the street railway company 
to use the crossing, subject to the duty 
of each not to interfere unreasonably 
with the rights of the other. A pedes- 
trian who had noticed that the head- 
lights on a street car were not lighted, 
although it was dusk, was bound by 
that knowledge and could not complain 
of the absence of the headlights. [Sterr 
vs. Wells, 253 Southwest. Rep., 1092.] 


Missouri. — Guest in Automobile Must 
Exercise Ordinary Care for Own 
Safety. Last Clear Chance Doc- 
trine Cannot Be Raised on Appeal. 

The trial court instructed the jury 
that if an automobile guest negligently 
failed to look for an approaching 
electric car when the automobile was 
approaching a track and that if the 
injuries suffered by the plaintiff were 
caused or directly contributed by that 
negligence, the verdict must be for the 
defendant. This instruction was upheld 
on appeal. The plaintiff’s counsel also 
claimed that this instruction éxcluded 
consideration of the last clear chance 
doctrine, but as-he had asked for no 
instruction by the trial court on this 
doctrine and seemingly had abandoned 


that theory for the plaintiff, the in- 
struction quoted was upheld. [Ma- 
horski vs. St. Louis Electric Terminal 
Railway, 174 Southwest. Rep., 1025.] 


OnI0o— Supreme Court Will Reverse 
Order of Public Utilities Commis- 
sion in Grant of Certificate 
Public Necessity When Record 
Shows No Public Need Euists. 

A bus company applied to the Public 
Utilities Commission of Ohio for a 
certificate of public convenience and 
necessity for a line about 22 miles in 
length, extending out from Cincinnati. 
It was shown that two steam railroads, 
an interurban railway and two motor 
bus lines already served the territory. 
The applicant for the certificate for 
the proposed line was unwilling to say 
himself there was need for additional 
service along the route. He simply 


said he~did not know, but he was | 


“willing to find out.” In its decision, 
the court said that it had repeatedly 
stated it would not substitute its judg- 
ment for that of an administrative 
power created pursuant to an act of the 
Legislature as to matters within its 
province. Before the court would in- 
terfere, it must appear from a con- 
sideration of the record that the action 
of the commission was unlawful or 
unreasonable, but in this case “the 
evidence, taken as a whole, is over- 
whelmingly opposed to the granting of 
the order.” In consequence, the order 
of the Public Utilities Commission was 
reversed. [Cincinnati Traction Co. vs. 
Public Utilities Commission of Ohio, 
148 Northeast. Rep., 921.] 


VIRGINIA — Storage of Poles on the 
Highway. 

A wooden pole for use in a trans- 
mission line was allowed by a power 
company to remain at the side of a 
highway for several months. At the 
end of that time a team ran into it. 
It was held that the negligence of the 
power company in permitting pole to 
remain where it did was sufficient to 
have the case referred to the jury. [Ap- 
palachian Power Company vs. Wilson, 
129 Southeast. Rep., 277.] 


WASHINGTON. — Certificate of Public 
Necessity Without Specific Find- 
ings Held Invalid. 

A bus company operated buses under 

a certificate of public convenience and 

necessity over a certain highway, but 

subsequently a new road was built be- 
tween the terminal points of the route, 
though several miles from the old 
highway. The _ utilities commission 
then granted to the bus company with- 
out hearings a certificate to operate 
over the new highway, on the theory 
that it was but a change from the 
existing highway, but the court held 


there should be a finding that public’ 


convenience and necessity required the 
operation of motor facilities over this 
new route, if the certificate is to be 
held valid. [Northern Pacific Railway 
vs. Yakima-Northern Stages, et al., 238 
Pacific Rep., 905.] 
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Personal Items | 


Public Service Railway 
Names Local Managers 


Five Men Appointed to Administer 
Divisions—Authority Over All De- 
partments in Divisional Head 


Sweeping changes in the divisional 
organization on five of the six divisions 
of Public Service Railway, Newark, 
N. J., were made on Wednesday, Nov. 4. 
Under the new plan the offices of divi- 
sion manager and assistant division 
manager have been created and the 
office of division superintendent, for- 
merly the highest in the division, has 
been abolished. Authority and responsi- 
bility will be concentrated in the divi- 
sional head and control of operation 
and service will be localized. 

Division managers will report di- 
rectly to the vice-president in charge of 
operation and in their respective divi- 
sions will be in complete charge of all 
matters of operation, including trans- 
portation, roadway and the mainte- 
nance of equipment and property. Su- 
pervisors, division master mechanics 
and division foremen will report di- 
rectly to the division manager. The 
general superintendent, mechanical en- 
gineer, superintendent of maintenance 
of way, engineer of maintenance of way 
and superintendent of distribution will 
continue to report directly to the vice- 
president in charge of operation and 
will work with the division managers 
on all matters affecting their respective 
departments. 

For some time the system now to 
be put into effect in the Essex, Hud- 
son, Passaic, Bergen and Central divi- 
sions has been effective in most of 
its details in the Southern division. 

Its extension to the company’s other 
divisions will, it is believed by the 
executive officers of the company, re- 
sult in closer contact among the car- 
riding public, public authorities and 
those directly responsible for the com- 
pany’s service in the various divisions. 

Appointment of ten new officers to 
administer the affairs of the divisions 
under the new plan were announced by 
M. R. Boylan, vice-president in charge 
of operation. All of the men appointed 
were taken from the railway organiza- 
tion. Four of them entered the service 
as cadet engineers, two of them as con- 
ductors and two as’ members of the 
engineering department. The appoint- 
ments were as follows: 

Essex Division— Manager, J. M. 
Symington, formerly assistant to the 
general superintendent. Assistant man- 
ager, S. G. Harvey, formerly assistant 
to the superintendent maintenace of 
way. 

Hudson Division—Manager, M. G. 
Stratton, formerly special representa- 
tive of the vice-president in charge of 
operation. Assistant manager, D. H. 
Roszel, formerly assistant to the acting 
engineer maintenance of way, 

Passaic Division— Manager, J. E. 
Rutledge, formerly engineer of power 
saving. Assistant manager, H. B. 


Whitman, formerly supervisor Market 
Street carhouse. 

Bergen Division— Manager, R. S. 
Price, formerly assistant superintend- 
ent Central Division. Assistant man- 
ager, F. J. Roszel, formerly engineer 
construction department. 

Central Division—Manager P. F. Ma- 
guire, formerly division superintendent. 
Assistant manager, C. P. Woodnutt, 
formerly roadmaster Essex Division. 


Charles Gordon in New Post 


Western Editor of “Electric Railway 
Journal” Made Assistant Vice- 
President of McGraw-Hill 


Charles Gordon has been appointed 
an assistant vice-president of the 
McGraw-Hill Company, Inc., in charge 


Charles Gordon 


of its transportation papers. This unit 
embraces the ELECTRIC RAILWAY JOUR- 
NAL and Bus Transportation and is 
now made to constitute a fourth in- 
dustrial group under the plan of 
organization of the company. The 
position to which Mr. Gordon is ap- 
pointed is similar to others in the 
McGraw-Hill Company in which men 
of wide experience direct the broader 
phases of groups of papers in fields 
closely allied. He was formerly West- 
ern editor of the ELECTRIC RAILWAY 
JOURNAL. 

Mr. Gordon is by training a car 
equipment engineer, but he is more 
than that. He is an executive. This 
was shown in his work for H. H. Adams 
in Chicago before he joined the staff of 
the JoURNAL. There he was responsible 
under Mr. Adams as department head 
for engineering development in connec- 
tion with the operation of about 4,000 
surface cars engaged in the hardest 
kind of city service. In addition, Mr. 
Adams assigned to him the work of 
organizing the engineering department, 
a task that reflected appreciation of 
Mr. Gordon’s capacity as an executive 
and organizer by one of the ablest en- 
gineers in the country. It certainly 
took ability of a high order to direct 
the many engineering problems worked 
out under Mr. Adams by the rolling 
stock department of the Chicago Sur- 


face Lines. It was the appreciation of 
the broader aspects of transportation 
reflected by Mr. Gordon in his work in 
Chicago and in his association activi- 
ties that led to his appointment as 
Western editor of the JouRNAL. In 
that post he has been almost constantly 
“on the road” and has visited all sec- 
tions of the United States and many 
parts of Canada. 

It has been said that Mr. Gordon 
knows cars. He does. He knows them 
intimately in all their detail working, 
but he knows them no less well in the 
light of their eeonomic—not economical 
—aspects. After all, the car is the out- 
ward and visible sign of the willingness 
to serve, the tangible evidence of that 
willingness. He was one of the first to 
sense the value of modernization in car 
design in terms of better public rela- 
tions and increased income. He has 
constantly emphasized these in the 
JOURNAL, always seeking to interpret 
modernization in terms of the tangible 
results to be achieved. This intimate 
knowledge of the engineering and eco- 
nomic problems was broadened by his 
studies in connection with his work on 
the issue of the JouRNAL for Sept. 29, 
19238, devoted almost entirely to cars, 
an issue essentially his work. 

But that is only part of the record. 
Despite the fact that he is by train- 
ing an electric railway man, Mr. 
Gordon was quick to realize the possi- 
bilities of the bus. To the end that the 
electric railways might employ the bus 
to the best, advantage he has advocated 
the use of that vehicle not only for 
supplementary service as an extension 
of street car service on rubber tires but 
as a transportation agency in its own 
right offering de luxe express service 
at rates substantially higher than fares 
of street cars, but much lower than 
those of taxicabs. 

Mr. Gordon was graduated from the 
University of Illinois, railway electrical 
engineering department, in 1912. His 
first position was with the Chicago 
Railways. There he was engaged in 
electrical and mechanical test work 
under John Z. Murphy, then chief engi- 
neer. He remained with that company 
until 1917, when he entered the army, 
but on his discharge, in April, 1919, he 
joined the sales force of the Vacuum 
Oil Company. The following year he 
was appointed equipment engineer of 
the Chicago Surface Lines. 

This, in brief, is the record of experi- 
ence, rounded out by a wide range 
of editorial work, which has embraced 
the study of both electric railway 
and bus transportation subjects in 
all their phases, that Mr. Gordon brings 
to his new executive post of counsellor 
to the editors, the business managers 
and the service department of both the 
ELECTRIC RAILWAY JOURNAL and Bus 
Transportation. 


Judson Zimmer has been appointed 
general superintendent of the Fonda, 
Johnstown & Gloversville Railroad, 
Gloversville, N. Y., in charge of its 
steam and electric lines. Mr. Zimmer 
entered the service of the Gloversville 
Company as assistant engineer, main- 
tenance of way department, several 
years ago. Later he was appointed 
master mechanic after serving as act- 
ing master mechanic. He was gradu- 
ated from Union College, Schenectady. 
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George Frey Assistant General 
Sales Manager for Brill 


George Frey has been appointed 
assistant general sales manager of the 
J. G. Brill Company, Philadelphia, Pa. 


He succeeds the late J. H. Ohlsson. - 


Since Mr. Ohlsson’s death Mr. Frey has 
been acting in the capacity of assistant 
general sales manager. He will con- 
tinue to make his headquarters at the 
Brill plant in Philadelphia. 

Mr. Frey joined the Brill organiza- 
tion on July 28, 1914, in the estimating 
and labor departments. So quickly did 
he demonstrate his ability that he was 
advanced from one post to another until 
in October, 1919, he was placed in 
charge of the Southern sales division. 
His work in this capacity has been 
attended with unusual success, attrib- 
uted largely to his wide practical engi- 
neering experience and a forceful and 


George Frey 


pleasing personality. Mr. Frey’s ex- 
perience has not only had to do with 
practical shop work, but also with de- 
velopment and design in the drawing 
room and in the estimating department 
and as an executive assistant. 

He entered the railway industry in 
the summer of 1904 at the age of only 
fifteen years in the armature repair 
shop of the Cincinnati Traction Com- 
pany. Thus began an association with 
the industry which through 21 years 
has given him a keen understanding of 
its problems and developed in him the 
ability to cope with them. 


Arthur Ogilvie is now purchasing 
agent for all lines of the New York 
State Railways, Rochester, N. Y., as 
well as for the traction lines of the New 
York & Harlem Railroad. “Art,” as he 
is familiarly known, started work in 
Rochester in the capacity of stock clerk 
in 1909. In 1914 he was made acting 
purchasing agent for the Rochester 
Lines during the absence of H. N. 
Butler, the purchasing agent, who was 
away on a leave of absence. On Mr. 
Butler’s resignation, in 1915, Mr. 
Ogilvie was made purchasing agent and 
storekeeper of the Rochester Lines of 
the New York State Railways. This 
position he held until 1918. In 1918 the 
purchasing departments of all lines were 
consolidated and Mr. Ogilvie was made 
assistant general purchasing agent and 
storekeeper, covering all lines. Upon 
the resignation of P. J. Honold, Mr. 
Ogilvie was made general purchasing 
agent. 
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President Meissner Acquires 
St. Louis Car Company 


Purchases Holdings of John I. Beggs 
and Now Personally Owns 
Majority of Stock 


Edwin B. Meissner, president of the 
St. Louis Car Company, St. Louis, Mo., 
has acquired control of the company 
through the purchase of the stock hold- 
ings of the late John I. Beggs, who was 
chairman of the board of directors. 

Mr. Meissner will personally own the 
majority of the voting stock of the com- 
pany. He has announced that there will 
be no change in the company’s policies 
nor in the organization personnel with 
the exception of the advancement of 
some department heads. No official an- 
nouncement of such promotions had 
been made up to the time of going to 
press. 

The position of chairman of the board 
of directors has been discontinued. Mr. 
Meissner will continue as president of 
the company. 

It is understood the amount involved 
in the purchase of the Beggs stock was 
approximately $2,500,000. 

A financial reorganization of the com- 
pany has been perfected by Mr. Meiss- 
ner. It contemplates the issuance of 
$1,560,000 of first mortgage 6 per cent 
bonds, $1,040,000 of 7 per cent preferred 
stock and 95,000 shares of $10 par value 
common stock. 

The St. Louis Car Company has been 
developing its activities in + recent 
months by the manufacture, in addition 
to its regular line of electric cars and 
steam railroad coaches, of gasoline- 
electric and gas-driven self-propelled 
cars for use by steam railroads, and bus 
bodies. 

In connection with its bus body build- 
ing department the company has an 
iron-clad rule only to make buses for 
electric street railway or interurban 
lines. It adopted this policy in the be- 
lief that its primary market is the 
railway field and that to serve inde- 
pendently operated bus companies 
would only help to create unfavorable 
competition against its own customers. 


What One Railway Uses for 
Equipment Maintenance 


Recently a tour of inspection of the 
Everett shops of the Boston Elevated 
Railway was made by members of the 
Special Libraries Association. Details 
of each class of repair work were 
pointed out and the course of repair 


required for a damaged car was ex- 


plained. The ordinary life of a car 
was said to be about eighteen years 
and the number of times it will prob- 
ably require overhauling is at‘ least 
twelve, and not infrequently fifteen. 
Materials used in the course of a 
year for the upkeep of Boston Elevated 


ears include about 600,000 ft. of lum- 
ber, 150,000 lb. of sheet metal, 130,000 
lb. of structural steel, 1,800 lb. of brass, 
1,700,000 screws and bolts, 225,000 
sq.ft. of canvas,.1,000 sq.ft. of leather, 
glass for 150;000 lights, 3,500 gal. of 
turpentine, 42,000 gal. of alcohol, 2,200 
gal. of varnish, 128,000 lb. of white 
lead, 10,000 lb. of red lead, 20,000 Ib. of 
colors, dry and in oil, and 7,000 Ib. of 
pumice. 


47,022,192 Lb. of Babbitt Metal 
Consumed in Nine Months 


Total apparent consumption of bab- 
bitt metal, based on reports received 
from 27 firms, was 4,621,033 lb., in Sep- 
tember, compared with 5,441,823 in 
August...This consumption is calculated 
from sales by manufacturers and con- 


BABBITT METAL CONSUMPTION 


(As shown by sales and consumption by producers 
in pounds.) 


Total Sales Consumption 
Apparent (By Manu- (By 
1925 Consumption facturers) Producers) 
January.... 5,683,183 4,620,815 1,062,368 
February... 5,164,619 4,103,340 1,061,279 
March..... 5,644,288 4,395,901 1,248,387 
April 5,126,416 3,928,136 1,198,280 
May. sd.n< 5,081,668 4,189,558 892,110 
June *5,074,966 4,085,125 *989,841 
Jal yearns 5,184,196 3,694,386 1,489,810 
August..... 5,441,823 4,068,706 1,373,117 
September.. 4,621,033 3,579,780 1,041,253 
Total (nine 
months).. 47,022,192 36,665,747 10,356,445 
* Revised. 


sumption by those firms (among them 
several important railroad systems) 
which consume their own production. 
In the accompanying table, which is pre- 
sented by the Department of Commerce, 
the sales of babbitt metal are shown 
separately from the consumption in 
the producing plants. 


Oil-Electric Locomotive for 
New Jersey Road 


An oil-electric locomotive went into 
service on Oct. 22 in the switching 
yards of the Central Railroad of New 


Metal, Coal and Material Prices 


Metals—New York 


Copper, electrolytic, cents per lb........ ~ 4S RS 
Copper wire base, cents per lb. RA 3 

Lead, cents per lb 
Zine, cents per Ib...2.2).. +. 05 was 9. 
Tin, Straits; cents; per: Ib....9- scans 62.75 
Bituminous Coal f.o.b. mines 


Smokeless mine run, f.o.b. vessel, Hampton 
Roads, ¢roas tons...) 8. . os cede ee $4. 
Somerset mine run, Boston, net tons.. .. . Pe. 
Pittsburgh mine run, Pittsburgh, net tons 2.20 
1 
1 
iz 


Franklin, Ill., screenings, Chicago, net tons 
Central, IIL, screenings, Chicago, net tons 
Kansas screenings, Kansas City, net tons. 
Materials 


Ba reread wire, N. Y., No. 14, per 


LOQO:RE: oRin taka a ak eer eee eee $6.90 
Weatherproof wire base, N. Y., cents perlb. 18.00 
Cement, Chicago net prices, without bags. 2.10 
Linseed oil (5-bbl. lots), N. Y., per gal... $1.02 


White lead in oil (100-Ib. keg), N. Y., cents 


in 


| ; November 7, 1925 


Ss 


ih Railroad is of 60-ton capacity. 
| Long Island locomotive is of 100 tons. 


| Jersey. The Long Island Railroad has 


contracted for another of the same 
type, but a larger one. This latter 


| locomotive will be put in service in the 
| Bushwick Yards, Brooklyn, in about 
_ two weeks. 
| type produced by the Ingersoll-Rand 
_ Company 

| American Locomotive Works and the 
| General Electric Company. A similar 
type has been on test by the New York 


These locomotives are of a 


in conjunction with the 


Central Railroad on its west side tracks 
in New York City for several months. 
The locomotive for the New Jersey 
The 


“Making Money with Buses” 
in Demand by Operators 
“Making Money with Buses,” a book- 
let compiled and published by the In- 


ternational Motor Company, manufac- 
turer of Mack buses, has gone to press 


~for the second time within the year. 


Officials of the bus department attach 
a great deal of importance to this inas- 
much as it indicates a widespread de- 
sire among bus operators to secure 
every ounce of knowledge available on 
the proper operation of motor buses. 

A glance at the table of contents of 
this pamphlet will give some idea of 
its wide scope. There are chapters on 
“Selecting a Profitable Bus Field,” 
“Type of Bus to Be Used,” “Terminals,” 


“Operation,” “Inspection and Over- 
haul,” “Drawbacks of Assembled 
Units,” “Body Construction,” “Reve- 


nue,” “Bus Requirements,” and a num- 
ber of other headings, touching’ on 
every conceivable angle of bus opera- 
tion in city, suburban and interurban 
service. 

Five thousand copies of “Making 
Money with Buses” were printed early 
this year and 5,000 more of a com- 
pletely revised edition have been 
printed. 


Philip A. Lange Visiting 
in America 


Philip A. Lange of London, England, 
special European representative of the 


- Westinghouse Electric & Manufacturing 


Company and for many years works 
manager of the principal plant of the 
company at East Pittsburgh, Pa., is in 
the United States consulting with offi- 
cials of the company in East Pittsburgh 
and New York. Mr. Lange has not 
visited this country for nine years. His 
primary purpose in his present trip is 
to gain first-hand information of the 
engineering trend of the country as 
influencing the activities of his .com- 
pany and to renew acquaintances of 
his many years residence here. 

Mr. Lange left this country in 1906 to 
assume the management of the British 
Westinghouse Company at Manchester, 
England, and remained as managing 
director until it was merged with the 
Metropolitan Vickers Company in 1918. 
With the consummation of that merger, 
Mr. Lange was appointed special Euro- 
pean representative. He keeps the 
American concern advised of the engi- 
neering trend in all of continental 
Europe and England, and acts in a con- 
sulting capacity for the Westinghouse 
company in European fields. 
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Albany’s Gas-Electrics 
Satisfactory 


Harry B. Weatherwax, vice-presi- 
dent, and Ernest Murphy, general man- 
ager, of the United Traction Company, 
Albany, N. Y., have issued statements 
commendatory of the operation of the 
new type of gasoline-electric bus being 
used by the company’s subsidiary, the 
Capitol District Transit Company, on 
the Western Avenue and Arbor Hill 
lines, Albany. As a matter of fact, Mr. 
Weatherwax has announced that “a 
gas-electric bus has been adopted as 
standard equipment by his company 
for heavy city service.” Mr. Weather- 
wax said: 

The gas-electric bus has passed beyond 
its experimental stage with our company. 
A special experimental bus was manufac- 
tured on our designs and placed in opera- 
tion in the city of Rensselaer for months 
before the eighteen new coaches were pur- 
chased. This bus was operated under the 
most severe conditions, closely scrutinized 
and studied in every -detail by our engi- 
neering staff in conjunction with the expert 
of the General Electric Company and of 
the automotive industry and it thoroughly 


proved its superiority over other types for 
the work. 


Manufacturers to Help 
Modernization 


A meeting of a small group of manu- 
facturers was held at association head- 
quarters on Nov. 3 to work out plans 
for bringing about greater co-operation 
with a view toward stimulating the de- 
velopment of improved equipment and 
helping the railways to modernize their 
physical property. 

Those present at the committee 
meeting were: E. P. Waller, chairman; 
M. B. Lambert, E. F. Wickwire, George 
Frey, O. A. Broten representing T. W. 
Casey, H. L. Andrews, L. S. Storrs, 
J. W. Welsh, G. C. Hecker, J. W. Colton, 
Labert St. Clair, F. C. J. Dell and 
Charles Gordon. A tentative outline 
for carrying on the proposed work was 
discussed. This will be laid before the 
executive committee of the American 
Electric Railway Association. Nov. 24 
was selected as the date for the next 
meeting. At this. time a large group 
of manufacturers will be invited. 

This is a subject which Managing 
Director Storrs has had in mind for 
some time. After study and discussion 
the matter came to a head at a 
luncheon in Atlantic City, at which 
James H. McGraw was host and L. S. 
Storrs and J. N. Shannahan were the 
principal speakers. Here the plan of 
appointing a committee of manufac- 
turers had its inception. 


Gas-Electric Buses in Two Cities 
of the Far West 


Buses equipped with gas - electric 
drive are to be introduced in two cities 
of the far West. Los Angeles and 
Portland have made arrangements for 
operation of the new type of units, 
thereby joining the ranks of Philadel- 
phia, Atlanta, Ga.; Albany, N. Y., and 
Kansas City, Mo. 

The Los Angeles Railway is to 
operate a double-deck bus over one of 
its routes. The Portland Electric 
Power Company will use five single- 
deck buses on one route. Two of the 
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Portland and the Los Angeles buses 
are of Fageol manufacture; the three 
others for Portland are being equipped 
by the Yellow Coach Manufacturing 
Company. The electrical equipment in 
all cases is being furnished by the 
General Electric Company. 

Electric drive for gasoline buses is 
described by the General Electric in its 
bulletin No. GE A-149, illustrated with 
halftones and diagrams. 


Exposition of Power and 
Mechanical Engineering 


The fourth national exposition of 
power and mechanical engineering will 
open at 2 p.m. on Nov. 30, 1925, at the 
Grand Central Palace, New York City. 
It will extend through the week. 

The basic purpose of the exposition 
is to bring together displays by manu- 
facturers of power and mechanical 
equipment so that engineers and indus- 
trial executives may have an oppor- 
tunity for comparative study of the 
outstanding developments in the field. 

Devices to increase the effectiveness 
and economy of combustion will be pre- 
sented at the show. Air preheaters, 
pulverized fuel equipment of all types, 
stokers, water-cooled boiler furnace 
walls, soot blowers and draft apparatus 
will be shown. One of the features of 
this group of exhibits will be the show- 
ing of recent developments in the more 
economical use of pulverized fuel. This 
will include new designs of boiler fur- 
naces, several new types of burners for 
pulverized fuel and the latest achieve- 
ments in crushing and drying coal. Ma- 
chine tools and equipment used in ma- 
chine shop practice will form a large 
and important group of exhibits. 


Cuban Electric Railway 
Modernizes Its Equipment 


As a step in the modernification of 
its electric railway equipment, the 
Havana Electric Railway, Light & 
Power Company is discarding the 
motors it has used for upward of 25 
years and is installing motors of 
modern type. The company is now 
obtaining through the General Electric 
Company of Cuba its second hundred 
GE-264 B motors this year. These mo- 
tors are rated at 25 hp. and 600 volts 
direct current. They are being in- 
stalled by the company in its own 
shops. 


Rolling Stock 


Chicago, South Shore & South Bend 
Railroad, South Bend, Ind., will start 
early next summer parlor-observation 
car and dining car service. Four new 
cars—two observation cars and two 
diners—have been ordered from the 
Pullman Car & Manufacturing Cor- 
poration. The design of the new cars 
will embody the latest improvements 
in equipment of this type made by the 
Pullman Company. They will contain 
many features for the comfort of pas- 
sengers. The dining cars will provide 
space’ for serving 24 persons at one 
time. The tables will be of standard 
steam railroad size providing adequate 
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pm 


room for service. Tables for four will 
occupy one side of the car and tables 
for two on the opposite side. The 
kitchens of the cars will be models of 
compactness, and electricity will be 
used for cooking. The observation cars 


will accommodate 30 or 32 persons. 


Individual chairs will be provided with 
deep upholstery of mohair velvet. The 
floors of the cars will be carpeted. 
These cars will be built of steel, and in 
general structure will be patterned 
after the 25 all-steel motor cars ordered 
recently by the South Shore Line from 
the Pullman Company and referred to 
in ELecrric RAILWAY JOURNAL, issue 
of Oct. 24, page 763. Artistic lights, 
cream-colored ceilings and large body 
springs are among the other refine- 
ments in car design planned for this 
equipment. Delivery of these new cars 
will be made next July. 

Hydro-Electric Railways, Toronto, 
Can., ordered five new cars for use on 
the new railway extensions in Windsor. 

Columbus, Newark & Zanesville 
Electric Railway, Zanesville, Ohio, has 
placed an order with the American 
Motor Truck Company of Newark, Ohio, 
for ten 25-passenger Ace underslung 
motor coaches to be used exclusively in 
city service. 

Union Traction Company, Anderson, 
Ind., has received permission from 
Judge W. A. Kittinger at Anderson, 
Ind., to procure 33 new buses which 
will cost $271,000. The purchase will 
give the company 39 buses. Under the 
petition five buses costing $50,000 are 
to be operated between Indianapolis 
and Muncie, ‘nineteen buses to cost 
$143,000 between Anderson and Muncie 
and two costing $14,000 between Ander- 
son and Middletown. Five buses now 
used in intercity runs will be devoted 
to city service in Muncie and Anderson. 


Track and Line 


Seattle Municipal Railway, Seattle, 
‘Wash., has been very active in the con- 
struction field. Much new track has 
been built and lines extended as fol- 
lows: On West Marginal Way 5,140 ft. 
of single track has been built at a cost 
of $24,000. This track was constructed 
to serve an industrial district, but more 
‘praticularly to handle freight at the 
present time as there is no other way 
in which the industries can have freight 
delivered. In addition to this, the rail- 
-way is extending the Cowen Park car 
line, which is known as “15th Avenue 
NE extension.” The length of this line 
is 5,400 ft. or approximately 1.86 miles 
equivalent single track. Of this 1,552 
ft. is paved track with 3,848 ft. unpaved. 
It is necessary to cross what is known 
as Cowen Park with a trestle which is 
67 ft. high at its highest point. The 
length of same will be 5424 ft. The 
rail on the trestle is 80-lb. low section. 
In the paving 80-Ib., 7-in. rail is used 
and on the unpaved section 60-lb. 
ASCE. The cost of this extension is 
$72,000, provided for in utility war- 
rants, payable in two, four and six 
years at 6 per cent interest. 

Hydro - Electric Railways, Toronto, 
Canada, will have its Windsor railway 
extensions under construction in the 


southeastern section of the city ready 
for operation before Christmas. The 
new lines are on Parent Boulevard to 
Tecumseh Road, and east on _ that 
thoroughfare to Lincoln Road, and on 
Walker Road to Seminole Street, on 
that Street east to George, and south 
on George to Tecumseh Road. 


Manhattan & Queens Traction Cor- 
poration, New York, N. Y., will relo- 
cate its tracks on the Queens Boulevard 
from Bridge Plaza through Forest 
Hills and Elmhurst to Jamaica. Fed- 
eral Judge Inch approved a contract 
for this work entered into between the 
city of New York and the traction cor- 
poration. The work, estimated to cost 
$500,000, will be done by the city, but 
eventually will be paid for by the trac- 
tion company, if the city wins the suit 
now pending against the company for 
alleged trespass. 

Springfield Street Railway, Spring- 
field, Mass., has finished the relocation 
of 1,150 ft. of track in West Spring- 
field, necessitated by the relocation and 
straightening of the state highway in 
the Tatham section and the building of 
a new bridge across the Boston & 
Albany tracks. 

New Orleans Public Service, Inc., 
New Orleans, La., established a prec- 
edent in New Orleans recently when a 
crew of 250 men widened sixteen blocks 
of double track of the Jackson Avenue 
line in 5% hours, with no interruption 
to the service. This included changing 
six intersections of track crossings and 
installing switches. The work of 
changing the gage of this portion of 
the line, from standard to wide, had 
been- carefully worked out, and was 
undertaken at night under the glare of 
electric clusters suspended along the 
entire route upon which the workmen 
were employed. Thirty-five miles of 
track of the company have got to be 
changed from the standard to the wide 
gage in conformity with the recom- 


‘mendations contained in the Beeler re- 


port, which was adopted by the Com- 
mission Council a couple of years ago. 

Wheeling Traction Company, Wheel- 
ing, W. Va., has laid new ties and rails 
on North Main Street, in order to have 
the work completed for the paving 
project. A large amount of the work 
has been done at night, so that service 
on the North Wheeling, Warwood and 
Steubenville divisions would not be held 
up. Later the company will get busy 
making repairs to its track on other 
streets in the business district, so that 
they can be repaved. This includes 
Sixteenth Street between Main and 
Market. In Moundsville the company 
will pave between its tracks on Seventh 
Street, between Tomlinson and Lafay- 
ette Avenues. When this is completed 
repairs will be made on the Jefferson 
Avenue thoroughfare. 


Trade Notes 


India Tire & Rubber Company, 
Akron, Ohio, has appointed J. H. Apple- 
by as district manager with jurisdic- 
tion over Chicago and Milwaukee' terri- 
tories. Mr. Appleby was formerly sales 
manager of the Denman-Myers Cord 
Tire company. The India Tire & 


Rubber Company also announces that 
L. E. Marlowe and E. C. Bryan, for- 
merly of the sales department of the © 
Denman-Meyers Cord Tire Company, ~ 
have joined the India sales organiza- 
tion; also the appointment of B. B. 
Wright as manager of its Jacksonville, 
Fla., branch, just established. Mr. 
Wright was formerly assistant man- 
ager of the Dallas branch of the India 
Tire & Rubber Company. 

Uehling Instrument Company, Pater- 
son, N. J., recently appointed the 
Ernest HE. Lee Company, 115 §. Dear- 
born Street, Chicago, to represent it in 
northern Illinois and northern Indiana 
in connection with the sale of CO: re- 
corders, fuel waste meters and other 
power plant instruments. The Coon 
De-Visser Company, which has been 
representing the Uehling Instrument 
Company for several years in Michigan 
has just moved from 1772 West Lafay- 
ette Boulevard to 2051 West Lafayette 
Boulevard, Detroit, Mich. 


Roller-Smith Company, New York, 
N. Y., announces that its Knoxville, 
Tenn., agent, the Tennessee Engineer- 
ing & Sales Company, has opened a 
branch office at 493 N. Boulevard, 
Atlanta, Ga., and all Georgia business 
will be looked after from the Atlanta 
Office. The company announces also 
that its New England agent, the Det- 
weiler-Bell Company, now has its main 
office at 101 Milk Street, Boston, Mass., 
and has a branch office at 152 Temple 
Street, New Haven, Conn. Paul G. 
Detweiler and R. H. McCormick are 
located in the Boston office and F. M. 
Lord is in the New Haven office. 


Porter & Ross, Inc., New York, N. Y., 
announce the opening of a new branch 
office in the Coal Exchange Building, 
Wilkes-Barre, Pa., in charge of Neil 
Cheshire. This company .acts as sales 
agents for the American Enameled 
Magnet Wire Company, Eurkea Cop- 
per Products Corporation, Green Equip- 
ment Corporation, John C. Dolph Com- 
pany, Dutchess Insulation Company, 
Mutual Foundry & Machine Company, 
Specialty Device Company and the 
Kaniksu Cedar Company. 


New Advertising Literature 


Sullivan Machinery Company, Chi- 
cago, Ill., has issued bulletin No. 76-F, 
describing Sullivan turbinair portable 
hoists, single drum, Class HA-3 and 
double drum, Class HDA-2. These 
small compressed air hoists have been 
adapted to a very wide range of indus- 
trial, contracting, mining and quarry- 
ing uses since their introduction some 
five years ago. 


International Motor Company, New 
Yiork, N. Y., has issued a folder 28 in. x 
37 in. entitled “The City of Mack.” 
Each Mack building is represented so 
that the picture shows what the result 
would be if the 95 Mack branches, the 
three factories and the homes of the 
workers were brought together from 
every part of the country to one point. 


Allis-Chalmers Manufacturing Com- 
pany, Milwaukee, Wis., has issued bul- 
letin No. 1132 relating to roller bearing 
motors. 


